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No. 307-V-6-55 HP No. 548-A-6-95 HP No. 333-V-6-115 HP 


Split Frame—2700 lbs. complete Box Frame—3100 Ibs. complete a) Box Frame—3900 Ibs. complete 


No. 557-A-6-140 HP 


3 a a atl 
No. 307-CV-6-55 HP ~ : Box Frame—4250 Ibs. complete 
Box Frame—2630 Ibs. complete 7 


No. 547-A-6-80 HP No. 567-A-6-170 HP 
Box Frame—3100 Ibs. complete Box Frame—4900 lbs. complete 


High Voltage Direct Current 
Railway Motors 


In order that all railway men may become familiar with avail- 
able Westinghouse Standards for High Voltage D. C. operation the 
above information is presented. 


The large number of important roads using Westinghouse High 
Voltage Railway Apparatus is sterling evidence of its wide popularity. 


Here is a partial list of these users: 


Piedmont & Northern Lines 

Southern Pacific Co. 

Oregon Electric Co. 

Shore Line Electric Ry. Co. 

Michigan United Traction Co. 

Ogden, Logan & Idaho 

Oakland, Antioch & Eastern 

Kansas City, Clay County & St. Joseph Ry. 
Waterloo, Cedar Falls and Northern 

Pacific Electric Railway Co. 

Salt Lake & Utah R. R. Co. 

Pittsburgh, Harmony, Butler & New Castle Ry. Co. 


Westinghouse Electric & Manufacturing Co. 


East Pittsburgh, Pa. 
Sales Offices in all Large American Cities 
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JUDGE 
 McCALL’S 
_ REMOVAL 


Few people, we believe, will find 
fault with Governor Whitman for 
his action this week in removing 
Chairman McCall of the Public Service Commission of 
New York, First District. The charges which form the 
basis for the removal are quite different in character 
than those which were presented against the late chair- 
man and certain other members of the commission last 
spring. It is difficult to understand how a man of Judge 
McCall’s undoubted ability and experience could have 
neglected to comply with a perfectly proper provision of 
the public service law, which was certainly violated in 
_ the spirit if not in the letter. The Governor was justi- 
nu fied in this removal, but it remains to be seen whether 
he will exercise equally good judgment in the appoint- 
ment of a successor and with the other appointments 
4 for public service commissioners which will come up 
es. during his term. Any further appointments should be 
_ made purely on the basis of fitness for office. Such a 
- qualification includes knowledge of the needs of the 


of public utility service, a judicial ability to decide con- 
 flicting claims dispassionately and correctly, a standing 
in the community which will give these decisions weight, 
and a temperament which will withstand adverse crit- 
_ icism when the possessor knows he is right. The last 
ie appointment made by the Governor to the commission 
in the first district was said to be based upon “per- 
sonal” reasons. We hope that the appointment of a 
successor to Judge McCall will be based on the fitness 
_ to office only of the appointee. The responsible nature 
of the duties demands this. 


_ REWARDING 
REAL 
_ DIRECTORS 


Much attention has been paid to 
the new $50,000,000 American In- 
; ternational Corporation, formed 
_ to open up safely and intelligently a way for American 
investments in foreign markets and to finance and oper- 
ate new projects in developing the resources of foreign 
_ countries with which trade is desired. A notable work, 
| truly, but the very magnitude of the proposition has 
caused many to overlook one interesting feature of the 
| corporation that is in reality the best earnest of success- 
| ful operation. We mean the allowance to the directors 
be of $1,000,000 of managers’ “preferred” stock, which al- 
: though only one-fiftieth of the total stock will partici- 
A pate to the extent of one-fifth in all excess profits after 
| the dividends on this stock and the common stock up to 
7 per cent have been paid. This method of giving 
directors a share in the profits is new in this country, 
| but very common abroad, where it has been found of 
great advantage in securing the service of capable men 


_ public utility companies and of the public in the way - 


and their steadfast attention to increasing the profits 
of the corporation. Its efficacy, of course, largely de- 
pends on whether the holding of the managers’ stock is 
rigidly restricted to those actively engaged in the work 
of management. It must be remembered that the plan 
constitutes simply a monetary inspiration, and if ex- 
cessively large boards of directors and the membership 
of names only are still desired, American corporations 
in general will not secure many benefits by emulating 
the American International Corporation. In other 
words, the plan constitutes a reward for efficient man- 
agement, but this reward is susceptible of sure and 
unerring application only when all inefficient and useless 
deadwood in the directorate is thoroughly eradicated. 


“PLAIN TALKS 
TO OUR STREET 
CAR PATRONS” 


What is publicity from the electric 
railway standpoint? This is a 
question that the ELECTRIC RAIL- 
WAY JOURNAL has endeavored to answer a good many 
times. But just what electric railway publicity is— 
what it consists of; what it looks like, and how it is 
handled—remains obscure in a great many minds. For 
this reason we commend to the attention of the industry 
a pamphlet under the above title issued by The Milwau- 
kee Electric Railway & Light Company, containing re- 
prints of sixteen articles printed in the local news- 
papers. Twenty-two of these have been printed and 
others will follow. The articles show how losing rates 
and excessive taxes prevent the giving of the best serv- 
ice; explain the size and usefulness of the system; show 
how the city of Milwaukee broke its agreement with the 
company and prevented the earning of a fair return 
under the conditions fixed by the original bargain with 
the city; how the earnings per passenger have declined; 
how money that should be spent on electric railway serv- 
ice is diverted to other purposes; explain how the com- 
pany is taxed by the State on more than $5,600,000 of 
actual values, the existence of which for earning pur- 
poses the State refuses to recognize; indicate how poli- 
ticians trying to win favor by baiting street railways, 
whittle down wages and cripple the service; prove that 
rising costs and falling revenues justify prompt action 
for the relief of the company; and in conclusion they 
meet squarely the question, Why higher fares? We 
know of no better concrete example of what electric rail- 
way publicity means than is embodied in these articles. 
Their effect upon the public has been very satisfactory. 
Although it was for the information of its patrons 
rather than for the industry as a whole that these arti- 
cles were prepared, we feel quite safe in saying that 
copies of them will be gladly sent to any railway man 
who asks for them. 
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FUNDAMENTAL RATE ISSUE PASSED UPON 

The recent decision of the Missouri Public Service 
Commission in increasing railroad passenger rates from 
2 cents to 21% cents, even with certain restrictions on 
mileage book rates and the like, will undoubtedly be con- 
sidered a surprising development in railroad rate- 
making. This is not so much on account of the size 
of the increase as on account of the fact that in making 
its decision the commisison in the face of a State-wide 
notorious unfriendliness to common carriers has dared 
to express itself quite candidly on a fundamental issue 
heretofore usually dodged. In its two big rate cases 
the Interstate Commerce Commission each time evaded 
the issue of a general advance in railroad rates, with 
the objection that such an advance might mean the 
accumulation of excessive profits by some lines. Now, 
however, the Missouri commission has placed on record 
a definite attack on this point of view that must sooner 
or later be fully and openly met in the tribunals of 
highest resort. 

On the unassailable premise that railroads need 
advanced rates in order to be able to meet their obliga- 
tions and maintain dividends in such a manner as to 
encourage further investments, the commission has 
granted a general increase. The reasons advanced in 
support of this act form the noteworthy part of the 
decision. Considering that it had been asked to fix one 
schedule of rates that would be reasonable for four- 
teen railroads serving dissimilar and not equally advan- 
tageous territories, the commission proclaimed that, 
however. well-informed it might be as to the values 
upon which the companies were entitled to earn a fair 
return, it could not adjust the intra-state rates so as 
to produce an equality of earnings through district or 
line discriminations. Moreover, it justified this refusal 
to tinker with the rates of individual companies by 
emphatically declaring that differences in conditions 
respecting operating efficiency, economies of capitaliz- 


ation, and favorable routes and locations, are all ele- : 


ments that might with justice be reflected in differ- 
ences among the various companies with regard to the 
profits secured from operation. 

This basing of rates so that each company honestly 
constructed and operated can acquire a reasonable re- 
turn, without a confiscation of profits in the case of 
the companies that under more favorable conditions 
and economy of operation have proved profitable, is 
quite at variance with the usual desire of the dema- 
gogue to cut down the profits of every prosperous com- 
pany by passing maximum rate laws without regard 
to how these laws may affect the return of companies 
not so favorably situated. Thanks to recent rate de- 
cisions, such state laws can no longer be operative when 
they run into conflict with interstate rates, but the 
fundamental question involved in the Missouri decision 
still remains fairly up to the federal and other state 
commissions. If the Missouri commission finds it in- 
equitable and even impossible to equalize profits by 
basing rates on values established, what will the Inter- 
state Commerce Commission do with its enormously 
costly federal valuation figures? Does anyone con- 
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template that these valuation figures and a reasonable 
return thereon will be used in fixing different rate 
standards for separate companies so as to equalize the 
profits? If so, it would be well to look ahead and see 
whether the fundamental idea of the Missouri com- 
mission can be rebutted or whether it must be accepted 
as leading to the most equitable solution of the rate 
problem. If the Missouri decision can move the national 
authorities to meet fairly and squarely this funda- 
mental issue raised, it will fulfill an inestimably greater 
need than the mere increasing of the Missouri rates, 
deserved as this was. 


CLOSING THE TRACK RENEWAL LOOPHOLE 

No street railway manager will disagree with the 
statement that one of the most urgent needs of the in- 
dustry is a better public understanding of electric rail- 
way problems. In line with that thought, would not pub- 
lic attention directed to the unnecessary waste of mate- 
rials and labor in making premature pavement and rail 
renewals aid in stopping one of the leaks in street rail- 
way operation? In other words, is not the decided 
stand taken by the Puget Sound Traction, Light & 
Power Company, Seattle, Wash., for relief from waste- 
ful franchise obligations, mentioned on page 1005 of 
our Nov. 18 issue, suggestive of similar action by other — 
companies? Perhaps in the first instance it would be © 
unnecessary to resort to the public service commission, 
and certainly not in communities where the relations of 
the public and the railway company are otherwise satis- 
factory. Where companies are obliged to comply with 
wasteful ordinance requirements this field offers a fruit- 
ful opportunity for curbing unnecessary expenditures. 
Reference to the communications from engineers dis- 
cussing rail renewals, published in recent issues, shows 
that municipal requirements rather than the exigencies 
of the case frequently preclude consideration of renewal ~ 
problems from an economy standpoint. This condition 
is especially true of the pavement. Doubtless there are 
many instances where the waste is so inconsiderable as 
not to warrant serious objection on the part of the rail- 
way company. On the other hand, there are cases 
where the railway company could profitably afford to 
bring to the attention of the public the money lost 
in premature rail renewals. 

Loopholes such as these have done much to reduce 
the railway company’s net earnings, and an increase in 
rates to offset this loss in most communities is strictly 
out of the question. A diplomatic campaign of educa- 
tion continuously conducted whenever the railway is 
confronted with premature renewals should produce re- 
sults. Sometimes these renewals may be treated as 
betterments and charged to capital account, but prop- 
erly most of them should be paid out of operation. If 
the rate of increase in the depreciation fund has been 
such as to make the time elapsed insufficient to accumu- | 
late money to pay for an unnecessary renewal, where | 
else can funds be obtained? No legitimate source, other — 
than taking it out of the earnings, is afforded. Mani- 
festly, if money spent in this manner could be saved it 
could be used on parts of the property where it was 
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rightfully required. Summing up, we are of the opinion 
that an educational campaign to close these apparent 
loopholes will do much good and will materially aid in 
giving adequate protection to the integrity of electric 
railway securities. 


CHICAGO ELECTRIFICATION AS AN ECONOMIC 
MEASURE 

The complete report of the Chicago committee on 
smoke abatement and railway terminal electrification 
has come to hand this week, and an abstract of a num- 
ber of the points not covered in the initial statement 
published last week is given elsewhere in this issue. 
The report is a volume of more than 1200 pages. 
Briefly, the portion on smoke abatement shows that 
the steam railroads are responsible for but 12 per cent 
of the total fuel burned in the city so that if all of 
these railroads should be electrified the reduction in the 
total smoke pollution of the atmosphere would be com- 
paratively negligible. The second part of the book may 
be epitomized into three statements: (1) that the work 
will be much more difficult and costly than anything of 
its kind that has heretofore been undertaken; (2) when 
completed, the interest on the investment would bring 
about a heavy deficit annually, and (3), that the con- 
stitution of Illinois forbids participation by Chicago 
in any part of the heavy expense of this work. 

Of course, the discovery that the railroads’ smoke is 
almost a negligible fraction of that produced by other 
sources is by no means an argument against the impor- 
tance of the subject under all circumstances. Steam 
locomotive smoke in particular locations is still going 
to constitute a reason for the substitution of electric 
power, and although the benefits accruing from the 
change may be indeterminate they will none the less be 
valuable. Locomotive smoke is in many instances a 
nuisance of more concentrated nature than that caused 
by domestic fires or factories. To the city at large it 
may be of minor importance, but it is not to be denied 
that in the immediate vicinity of a terminal in a large 
city, property values may be affected to an enormous 
extent. 

An illustration will be found in the district in 
New York City that is reaping benefits from the elec- 
trification of the New York Central and New Haven 
railroads. Here an area two blocks in width extending 
from Forty-second Street to Fifty-sixth Street, which 


q was at one time a veritable pest hole, has now become 


one of the most attractive portions of the city for busi- 
ness and amusement purposes, and, still farther north 
from the terminal, Park Avenue has become the most 
popular location in New York for high-priced apartment 
structures. 
i: Undoubtedly the problem is one of great magnitude 
and difficulty, but the world would have stood still from 
the day of Adam if progress had not been made in 
overcoming obstacles of this kind. Is not this a time 
for the citizens of Chicago, acting through the munici- 
pality on the initiative of the Association of Commerce 


which instituted this original investigation, to see. 


what they can do to help in this work? They are to be 
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the chief beneficiaries in the increase in real estate 
values, in the advertisement which would come to the 
city from the completion of a work and from satis- 
factory terminal facilities. At present it is said that 
the constitution forbids the participation of Chicago 
itself in any way, but such things have been known as 
the bringing about of changes in constitutions. If the 
work of electrification cannot be undertaken at once 
the city of Chicago would do well to put itself in a posi- 
tion so that it can financially assist some of the more 
important companies to electrify if they cannot figure 
out a net direct saving from a railroad standpoint when 
all of the factors are taken into consideration. 

It is not too much indeed to expect that the results 
obtained by electrification in New York would be re- 
peated, at least in part, on many of the existing steam 
railroad terminals in Chicago. A glance at the map 
of the city shows a number of terminals right in the 
heart of Chicago, where there is a great deal of 
property which would be most desirable if it did 
not abut on railroad entrance tracks and switch 
and freight yards. We wish that the committee © 
in its exhaustive study of the smoke abatement prob- 
lem and detailed analysis of the cost of electrical con- 
version had also given at least an estimate of the re- 
turns to the owners of this property and to the city at 
large for railway terminal electrification. It is true 
that the railroads themselves would derive directly only 
a small portion of the benefits thus obtained from the 
abolition of smoke and the greater track capacity, but 
the citizens of Chicago would undoubtedly derive in 
annual returns many times the annual deficit, even al- 
though it should be as high as the estimate of $15,- 
000,000. 

From the railroad standpoint there are distinct econ- 
omies which accompany the use of electric power, but 
the railroads should not be asked to make the change 
where these direct returns are insufficient to pay at 
least the interest and depreciation upon the investment. 
If this is not the case, there is no incentive to the rail- 
road to make the change. The Chicago report gives 
no indication that there may not be economic advan- 
tages with some individual roads, but simply that on 
the basis of the estimates of costs made it is not profit- 
able for the roads as a whole. The question as it 
stands at the present day is larger than one of the 
exact and detailed costs of the proposed installation. 
Whether the committee has possibly been too conserva- 
tive in its figures of cost for the entire installation is 
largely a matter of detail. We hope that a careful 
analysis of the situation as it applies to individual 
roads will show that even on the basis of net profit 
in dollars and cents certain roads will find the change 
warranted. The electrification of a few roads will con- 
stitute the best proof possible of the indeterminate 
benefits of electric operation, and it may induce the city 
to meet part of the expense for those railroatls which . 
cannot afford to electrify. If a precedent is needed it 
will be found in those States where the community now 
defrays part of the expense necessitated by the elimina- 
tion of grades. Lae leans 
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Steel Cars for Michigan Railway 
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Special Types Have Been Designed for Limited, Local and Express and Freight Service—The Electrical 
Equipment Includes 600-2400-Volt Motor Groups with Auxiliary Control and 
Lighting System Operated by Storage Battery 


The all-steel passenger and express cars recently 
placed in service by the Michigan Railway Company on 
its new 2400-volt, third-rail line, which was described 
in the ELECTRIC RAILWAY JOURNAL for June 19, 1915, 
are remarkable in many respects. They are equal in 
appointment and provisions for the passengers’ comfort 
to the finest steam railroad coaches, and they are the 
first cars to carry 600-2400-volt electrical equipment 
operated from a third-rail, possessing also the specially 
notable feature of storage-battery operation for the 
lighting system, control and all auxiliary equipment. 
Three types of cars have been provided for the different 


MICHIGAN RAILWAY’S CARS—VIEW OF LIMITED CAR SHOWING BEADED STEEL CAR SIDING 


services—limited, local, and express, or freight—and 
the features of each type are outlined in the following 
paragraphs. 


LIMITED CAR ARRANGEMENT 


The motor cars for limited passenger-train service 
are, without doubt, the finest in interurban service in 
this country. They are of the side-entrance type, a fea- 
ture adopted to provide exclusiveness for the parlor- 
observation compartment which occupies the rear end. 
The principal dimensions are as follows: 


BO sad o Mat ond ) aN) Ry RES AR AT ca eRe aa oh Lome O EEO mOd orton 
Length over vestibules......... Baty . 
Length parlor compartment..... 
Length passenger compartment. 
Length ‘smoking compartment << ciccrwans c-scsiele > aister tiers love 


Length baggage compartment...........0cssseeecccees 10 ft. ai in. 
Width: ‘corridor*at, sideyentrance .ticiae cre tehesteleisesteis ol clvte whelsvars stein 3 ft. 
Width’ over: Sheathing. :. sscrciehaie 5/2 os) shal ahaleustelasrarw anny eholsitatel Segoe 9 ft. 6 in. 
Height Fail Lo toplokr oor lei ae as oo sesetpiete) veneer finp ielac tau -S 4 ft. 4 in. 
Height rail to: topsot TOOL 2. wie eaves elnceievetatin eee eee sev ehaia 13 ft. 7 in, 
Pri Gle COMEEL ES) Varese iajad=+ oatere lac orelemns Sheleraredocens (elelene cen ene ren crete nian 42 ft. 2in 
WheeELD ASEH 5.5 ois: ayei Secsots al wrens teru-e hia ie tot ete shokelteneletnimrs lene ra: proralleh sis Cots ante it 
Wheels ......-seees .37 in. diameter 
A (cittg itil ee a eR Mes Chin Mart nkeey ors a. cmosttee, abit 6 in. x 11 in. 


STRUCTURAL DETAILS 


Undoubtedly the most unusual structural feature in 
these cars is the fish-belly girder type of underframe, 
which was necessitated to simplify the framing for the 
side entrances and for the large windows in the parlor 
section. Relatively light cross-bearers and side sills 


transfer all the load to the center sills, which also absorb. 
buffing and pulling strains when the cars are operated 
in trains. The space between the sills is utilized to carry 
the conduits and some of the brake rods. The maximum 
depth of the center sills is 26% in., tapering off to a 
depth of 8 13/16 in. inside the bolsters and to 7 13/16 
in. at points just inside the corner posts. They are | 
made up of 5/16-in. open-hearth steel plates with 31-in. 
x 5/16-in. x 3-in. angle flanges, and they are spaced 20 in. 
face to face of web plates, the top cover plate being 30 
in. wide by 3/16 in. thick. The intermediate sills are 
formed of 3-in., 6.7-lb. Z-bars, and the side sills of 8-in., 


111%4-lb. channels. The Z-bars are supported on 4-in., © 
614-lb. channel cross-bearers. Riveted to the tops of — 
the side, intermediate and center sills is a No. 14 open- 
hearth steel plate, upon which is placed two courses of 
Y%-in. Salamander hairfelt for insulating purposes. — 
Over this, and fastened to %-in. x 1-in. nailing strips, — 
is Keystone flooring, which in turn is covered with 
Flexolith. \ 

Pressed-steel U-sections of %-in. metal form the — 
panel and single window posts. These are framed into 
the side sills and the 5-in. channel side plates. The 
posts were arranged for six double windows, two large — 
parlor compartment windows, the side entrances and 
one baggage door. The side sheathing below the win- 
dows is 3/32-in. sheet metal, over which is riveted Pull- 
man beaded-steel car siding, and just inside the sheath- 
ing is a 34-in: layer of Flaxlinum insulation. The inside 
finish is of ¥g-in. open-hearth steel backed by 3/16-in. | 
Agasote insulation. The belt rail along the bottom of 
the windows is formed of a 3-in. x 214-in. x 3-in. angle 
on the outside, riveted to a 2-in. x 2-in. x 3/16-in. angle 
on the inside. In the transverse section of the car body 
it will be noted that all rivets in the inside and outside 
finish are covered with pressings, which in some in- 
stances were spot-welded in place. 

The roof is of the plain-arch type and is formed of 
134-in. x 134-in. x 3/16-in. angles joined at the center 


Blain Passenger Compartment 
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MICHIGAN RAILWAY’S CARS—FLOOR PLAN OF CAR FOR LIMITED SERVICE 
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_ MICHIGAN RAILWAY’S CARS—MOTOR CIRCUIT CONNECTIONS 


and quarter points with 314-in. x 3/16-in. x 12 and 8-in. 
gusset plates respectively. Fireproof Agasote 14 in. 
thick and covered with No. 6 duck forms the roof cover- 
ing, and 3/16-in. Agasote was adopted for the head- 
lining. In order to give additional rigidity to the 
roof, longitudinal rafters consisting of 114-in. x 114-in. 
x 4%-in. angles were installed just above the side plates, 
and 114-in. x 1%4-in. x 3/16-in. angles 16 in. each side 
of the car-body center line. These are continuous be- 
tween bonnets and reinforced by additional longitudinal 
members over the side entrances and at the supporting 
points of the trolley and pantograph. Steel finish, 
except for the window frames and stools, obtains 
* throughout the entire car body. 
The doors in the partitions are all hinged and 
equipped with door checks. Each end of the car is pro- 
vided with a center-end door, and to facilitate handling 
the trolley, the rear door has.a brass hand rail. O. M. 
Edwards balanced trapdoors with foot latches are pro- 
vided at the two side entrances-and are covered with 
interlocking rubber tile. The steps are formed of steel 
pressings with the treads covered with Pullman stand- 


_ MiCHIGAN ‘RAILWAY’S CARS—OBSERVATION END 
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MICHIGAN RAILWAY’S CARS—LIGHTING CIRCUITS 


ard peerless rubber treads. Other specialties included 
in the car’s equipment are O. M. Edwards sash locks 
and storm strips, Tuco friction curtain rollers with 
Pantasote curtain material, Ohio Brass sand traps and 
valve, Tomlinson automatic M.C.B. radial drawbars, 
Ackley drum-type hand brakes, General Electric nitro- 
gen filled mazda headlights, Pyrene fire extinguishers, 
Baltimore ball-bearing center-bearing plates and Ever- 
wear mats. 

Sixteen Peerless exhaust-type ventilators are in- 
stalled in the roof with brass registers on the inside of 
the car. These combined with a Sorocco blower provide 
a satisfactory ventilating system for the several com- 
partments. An especially-designed hot-water heating 
system was furnished by the Peter Smith Heater Com- 
pany, equipped with a double-circulating system through 
a central tank. This supplies eight 1%-in. coils sup- 
ported on racks just above the floor line on each side 
of the car and assures efficient heating at the low tem- 
peratures prevailing during the Michigan winters. 
With the exception of a change of the type of ventila- 
tors, this heating and ventilating system is the same as 


OF CAR FOR LIMITED SERVICE—STEEL UNDERFRAME 


RAILWAY'S CARS—THIRD-RAIL SHOE RAISED 
AND IN OPERATING POSITION 


MICHIGAN 


that used in the Michigan United Traction Company’s 
steel cars described on page 108, of the July 18, 1914, 
issue of the ELECTRIC RAILWAY JOURNAL. An inside 
width of 9 ft. permits the use of stationary seats 3 ft. 
5 29/32 in. in length, practically equal to the standard 
seat width for steam railroads. The parlor compart- 
ment is furnished with four Fevers chairs and seven 
upholstered armchairs. 


AUXILIARIES OPERATED BY STORAGE BATTERY 


Aside from the design and the exterior and interior 
finish of this limited car, the most notable feature is the 
storage-battery operated auxiliaries and lighting sys- 
tem. The method of charging the storage batteries is 
different from that used in the lighting system on the 
steel cars of the Michigan United Traction System, de- 
scribed on page 106 in the July 18, 1914, issue of this 
paper. The storage battery on this car consists of two 
groups, one with fifty cells of Edison A-12-H and the 
other with thirty cells of Edison A-8-H divided into 
three groups, five cells for the headlight and twenty-five 
cells for the car-lighting system. The group of fifty 
cells supplies energy to operate the control, compressor, 
third-rail shoe, pantograph and trolley, and other auxil- 
iaries. The battery is located under the car where it is 
arranged for ease of inspection. 

The control is of the Sprague-GE non-automatic type, 
giving six steps in series and four in series-parallel. 
Fourteen contactors, designed to interrupt the 2400-volt 
current at their main contacts, are employed. Control 
cables are installed on all cars to provide for operation 
in trains as traffic requires. Switches are located in the 
operator’s cab for changing from 600-volt to 2400-volt 
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operation, for raising and lowering the pantograph, and | 
for operating the third-rail shoes of the entire train. | 

The storage batteries are charged by taking cur- | 
rent from the ground side of the 1200-volt motors. | 
The auxiliaries are operated at 60 volts, the car lighting — 
at 30 volts and the headlight at 6 volts. The feature of 
this installation is that the battery is charged from a 
high-voltage circuit and takes current continuously in 
accordance with the operating requirements. The light- 
ing battery is in series with the main battery and is 
on charge during the day and cut off during the lighting 
period, at which time it is discharged direct to the | 
lighting circuits without a regulating device. The light- 
ing system control is of the multiple-unit type operated | 
from a switch in the cab. All batteries in the train | 
lighting system are changed over simultaneously from | 
charge to discharge, or the reverse. Battery circuits © 
are arranged to meet any emergency, it being possible | 
to supply the lighting-system energy from the main | 
battery should the batteries in the lighting system have | 
been completely discharged or disabled. Such a con- 
tingency, however, has never occurred, although the cars | 
have now been in operation more than one year. 

Operation of auxiliaries by the storage battery was 
considered advisable in order to confine the 2400-volt | 
d.c. energy to the motors and controller. All auxil- | 
iaries, including the operating switches, the third-rail 
shoes, the pantograph and the trolley pole are controlled 
by the multiple-unit system. Provision is also made for 
charging the batteries when the cars are operating over 
either 2400-volt or 600-volt lines. 


CURRENT COLLECTION AND OTHER DETAILS — 


Energy is supplied to the electrical equipment on these | 
cars from both a third-rail and an overhead trolley. | 
The third-rail conductor is charged at 2400 volts, and 
when the entrance to a city street is approached the | 
energy supply is obtained from an overhead trolley also 
charged at 2400 volts. In the city streets, however, a | 
600-volt trolley is installed. On the 2400-volt trolley the © 
pantograph serves as the current collector, while on the | 
600-volt trolley an ordinary pole is used. The two types 
were necessary to provide for high-speed operation 
where overhead trolley was provided in the villages 
along the route or in car-storage yards. The pantograph 
and the trolley pole are pneumatically controlled and are ~ 
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MICHIGAN RAILWAY’S CARS—FLOOR PLAN OF CAR FOR LOCAL SERVICE 


_ so interlocked that it is impossible for both to be raised 
; This avoids any possibility of short- 
circuiting the 2400-volt direct current through the car 
to the 600-volt line at the section insulators. The panto- 
graph is fitted with copper wearing strips and operates 
at 15-lb. pressure. The trolley pole is equipped with a 
Wasson pneumatic base, which permits it to be inter- 
locked with the pantograph-raising mechanism. 

The third-rail shoe is also raised and lowered pneu- 
matically. Owing to the fact that a 32-in. clearance is 
allowed between the third-rail and the near track rail 
on private right-of-way, the third-rail shoe projects out- 


_ side the car-body clearance line too far for safe opera- 


tion in city streets. Accordingly, the folding shoe which 
is shown in one of the accompanying illustrations was 
adopted, this having a machine-steel contact shoe that 
is bolted to the shoe mechanism. In ordinary operation 
two compression springs hold the shoe on the over-run- 
ning third-rail. These springs also hold the. shoe in the 
raised position, so that air is required only to raise and 
lower the shoe. Should it be necessary to cut sleet 
during the winter months, the machine-steel contact 
shoes are removed and a special shoe with steel inserts 
' substituted. When this is done the air cylinder is em- 
ployed to obtain greater pressure than afforded by com- 
pression springs, and pressure up to 750 lb. is available. 

In connection with the over-running, 2400-volt, third- 
rail installation an interesting phenomenon occurred 
during the past winter. Only one sleet storm was ex- 
perienced, at which time about 34 in. of ice formed on 
the top of the rail. Delay in substituting the sleet- 
cutting shoes for the ordinary shoes developed the fact 
that although this much sleet was on the top of the rail 
no difficulty was experienced in collecting sufficient 
energy to operate the car at full speed. This was be- 
lieved to be due to creepage of the 2400-volt current from 
the side of the rail to the shoe over the ice coat on the 
rail-head. Whether this condition will always obtain is 
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not known, but it did occur during the only sleet storm 
in the winter of 1914-1915. 

Special Baldwin Locomotive Works trucks were neces- 
sary for these cars, and they are probably the heaviest 
trucks ever used in electric interurban service. Each 
weighs 17,800 Ib. and is constructed for a 50,000-lb. 
center-plate load, a special design being required to pro- 
vide sufficient clearance for the 600-2400-volt motors. 
The motors are General Electric No. 239, having 150 
hp. capacity, four of them being installed on each limited 
car. The motors are rated at 1200 volts and are con- 
nected two in series. When running over the 600-volt 
city lines they operate at half speed. The motors are 
longitudinally ventilated, of a type especially developed 
for heavy, multiple-unit cars. “Tool steel’? gears and 
pinions with a gear ratio of 33:39 are installed, 
this giving a free-running speed of 75 m.p.h. The 
actual schedule between the city limits of Grand 
Rapids and Kalamazoo calls for a 49-mile run with 
one stop to be made in fifty minutes. The total 
weight of all electrical apparatus was 37,000 lb., exclu- 
sive of the storage battery, which weighs 4000 lb. The 
car body proper weighs 66,000 lb., and this weight, to- 
gether with the trucks and electrical equipment, makes 
the total weight of the car 142,600 lb. 

The air, brakes are of the combined straight and au- 
tomatic type, air being furnished by a C.P. 28 compressor 
with motor wound for 60 volts. This compressor is 
capable of delivering 25 cu. ft. of free air against 90 lb. 
per square inch tank pressure. This capacity of com- 
pressor is ample as no air is required for whistles, 
electro-pneumatic horns being provided for giving 
warning signals. Each limited car has an 18-in. brake 
cylinder, two 16-in. x 60-in. main reservoirs, a 2014-in. 
x 36-in. supplementary reservoir, and a 16-in. x 33-in. 
auxiliary reservoir. 

Essentially, the local all-steel car is a replica of the 
Michigan United Traction Company’s steel passenger 
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cars described on page 106 of the ELECTRIC RAILWAY 
JOURNAL for July 18, 1914, the principal dimensions 
being as follows: 


Baneth lover: DUMBO cco wae eesie anece lea a Me mr eiteacntecaue ne Nenetaes (ere anal 61 ft. 
Length over vestibules 
Length passenger compartment. . 
Length smoking compartment 
Length baggage compartment 
Rear vestibule 


Width over sheathing........... 
SEMUICK) “CONCEPS: winretes se aievatorelatinrareiets 
Tene th Of SCATSHoy.\doalapate «oie: eie terse este ele ncnua rans leanterer we wleeneartnte eis 
Genter to Center OL SAE. aie cus eiteinre, cnetatupeddeeione efatencreiatsiseslerah 

WAGE FOF CAIST OS ay ek eis we eae en erste oe ane ats ena ete ese reese an eeare tas 
Seating capacit yi: < siiicas snieia ae 6) sinlaynniel eever tel tye nae ip meysie rate p ie te eastern 


The local cars are equipped with the same type of 
motor as the limited cars, but a two-motor equipment 
instead of a four-motor equipment is used, both motors 
being mounted on the front truck. The gear-ratio for 
these motors, however, is increased to 27 : 63, which 
gives a maximum free-running speed of 42 m.p.h. All 
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the electrical equipment, including the lighting system 
and the auxiliaries, is operated by a storage battery, 
which is essentially the same as that on the limited cars. 

The weight distribution of the local cars is as follows: 
Trucks, 25,000 Ib.; electrical equipment, 22,600 lb.; 
body, 46,000 lb.; storage battery, 3000 lb.; air brakes, 
2500 lb.; total weight, 99,100 Ib. 


STEEL MOTOR FREIGHT CARS 


The all-steel motor freight cars are 61 ft. in length 
and they are equipped with the same heavy trucks and 
the same electrical equipment as the limited passenger 
cars. The gear ratio, however, is 23 : 67, which gives a 
maximum free-running speed of 38 m.p.h. With this 
gear ratio and four 150-hp. motors, these cars will pull 
a 500-ton trailing load, or will comfortably handle ten 
loaded freight cars. The body is arranged for single- 
end operation with 6-ft. sliding-door openings on each 
side at the center, a steel swinging train door at the 
center of the rear end and a swinging steel door on the 
right-hand side of the motorman’s stand. The general 
dimensions of this car are as follows: 


Teneth Over DUMPELS |: 3). emir wteubisresove pe wisreeLaeees ene ecan?e PE aie ee 61 ft. 
Bruck: COBter wy) iia ss 016 1nis.> a aie ysiwunsatelein ea Renter tamer ecg Unite oie eee 36 ft. 
Width Cover: sheathing 2 .icieacclcrcustheraupeteinicta es eevee isipeteds 8 ft. 11 in. 


Width inside 


The most unusual feature of these freight motor cars 
is found in the arrangement of the underframing, which 
consists of six longitudinal sills continuous from bumper 
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to bumper with transverse members only at the body © i] 


bolsters.and needle beams. In other words, the under- 


framing is made up with relatively few transverse mem- 


bers and no diagonal bracing. The center sills are 


formed of 7-in., 17%-lb. I-beams, the intermediate sills _ 


of 7-in., 1434-lb. channels and the side sills of 7-in. x 
3%-in. x 9/16-in. angles. All these frame into the 
bumpers which are formed of 7-in., 1434-lb. channels 
bent to a 5-ft. radius. 
is fitted with a 4%-in. x 48-in. steel plate securely riveted 
to the bumper and the longitudinal members. This 
plate extends back from the bumper to the first cross- 
bearer and is employed as a reinforcement against 
buckling in collisions. 


to the lower flanges of all longitudinal beams. 


The body framing includes continuous side posts and | 


carlines formed of 3-in., 514-lb. I-beams. These are 


sheathed on the outside with 3/32-in. patent-level steel 
plates, each sheet of which extends from the bottom of 
the side sill to the top of the letterboard. The latter 
panel is formed of 4-in. x 8-in. patent-level steel plate 
in a continuous piece from corner post to corner post. 
The vestibule sheets are also 3/32-in. sheet steel securely 


riveted to the body framing. The roof, which is of the © 


plain arch type, is covered with 14-in. fireproof Agasote 
bolted to the I-beam carlines and covered with No. 8 
cotton duck. The inside of the car is sheathed with 
Y-in. steel plate extending from 6 in. above the floor 
to 48 in. above the floor. 
it and the letterboard are two steel battens, 4 in. x 7 in. 


in section, securely riveted to the body framing. The 


car body is floored with 1%4-in. yellow pine and the 
doorways are fitted with 3/16-in. steel threshold plates. 
Other specialties in these freight cars include Tomlinson 


M.C.B. radial drawbars, condulets and steel shades of | 
Crouse-Hinds manufacture, and General Electric auto- | 


matic air brakes with C. P. 35 compressor. Completely 
equipped and ready for service this freight car weighs 
110,000 Ib. 

In all the Michigan Railway has ordered eight cars 


of the limited type, six local cars and four freight cars. | 


They were designed by the mechanical department of 
the Michigan United Traction Company, under the 
supervision of R. C. Taylor, master mechanic, and J. F. 
Collins, vice-president and general manager, and were 
built by the St. Louis Car Company, St. Louis, Mo. 


The front end of this underframe 


The needle beams are formed of § 
8-in., 18-lb. I-beams spaced at 8-ft. centers and riveted © 


Above this plate and between _ 
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Those Sections of the Report of the Committee on Smoke Abatement and Electrification of Railway Terminals 
Which Deal with First Cost of the Introduction of Electric Operation Are Abstracted in Detail 


The report of the committee of investigation on smoke 
abatement and electrification of railway terminals in 
| Chicago was abstracted in last week’s issue to show the 
committee’s findings and to give in general the broad 
_ financial considerations involved by the project of elec- 
_ trification. In the following paragraphs those parts of 
' the report that deal with the estimated costs are out- 
lined in greater detail, so that an idea may be obtained 
as to bases used by the committee in arriving at its 
conclusions. 

Three systems of electrification were considered 
throughout in the report; namely, the single-phase sys- 
tem, the high-voltage d.c. system and the 600-volt sys- 
tem. Neglecting the latter, as it is now generally recog- 
nized as impracticable for long-distance electrifications, 
the final costs on the two others are so close together 
that the choice between them may be said to be not 
worth considering in connection with the purposes of 
| this abstract. For this reason, and to simplify the 

- presentation, only the data that apply to the single- 
phase system will be reproduced. 


BASIS OF ESTIMATES 


The committee’s detailed analyses, underlying the 
| estimates, of the cost of labor and material for elec- 
' trification, are based upon statistics for the year 1912. 
Since the extent of trackage and the volume of traffic 
- are increased each year the actual cost will depend to 
| some extent upon the period which may elapse between 
| the committee’s statistical year and the beginning of 
construction, as well as by the duration of the construc- 
_ tion period. A program of construction has therefore 
_ been assumed whereby actual work of electrification 
_ would begin in December, 1916, and would end in De- 
| cember, 1922. In the development of estimates of cost 
| the values of material and labor necessary to meet con- 
ditions prevailing in 1912 have first been set forth. The 
estimates have then been increased to cover growth in 
_ traffic and trackage, contingencies, engineering and in- 
terest, insurance and taxes during construction, as con- 
trolled by this program of construction. 

The rate at which Chicago’s railroad trackage and 
traffic are increasing is established by the committee 
through records of previous years. The percentage used 
in extending the estimates provides for the continued 
growth of certain items up to the time when complete 

_ electric operation is to begin; namely, the end of the 
' year 1922. Other aspects of the work may be assumed 
to be unaffected by the growth of the terminal after 
electrification has once been determined upon, but so 
long as the terminal is looked upon as a steam-operated 
_ terminal, structures will be built which serve only to 
_ accommodate steam locomotives and their trains, and 
the development will continue without much regard to 
the requirements of electrification. All such increase, 
however, should cease when the date of the initial work 
of electrification is once determined. This date, under 
the program governing the estimate, has been assumed 
to be Dec. 31, 1916. 

The item entitled “contingencies,” which appears in 
the estimates, is designed to cover incidental expendi- 
_ tures which may arise from sources difficult to antici- 
pate, as well as costs arising from exceptional causes, 


such as future increases in the price of labor and mate- 
rials. Another item included in the estimates is that 
of engineering, design, supervision and administration, 
the fact being generally recognized that the allowance 
for engineering may properly be differentiated for the 
several major items. An item also appears to cover 
interest, insurance and taxes during the period of con- 
struction, experience having shown that a flat rate of 
1.75 per cent per annum for the entire period is justified 
in work similar to that contemplated. 

Except in the case of land as a site for a central 
power station and of land for transfer yards, it has 
been assumed that there will be neither cost nor credit 
arising from transfers of real estate. The removal of 
steam locomotive terminals from the territory to be 
electrified makes available certain areas which may be 
sold or put to other uses by the railroad companies own- 
ing them. On the other hand, the necessity for estab- 
lishing substations, inspection sheds for locomotives 
and multiple-unit equipment and other structures inci- 
dental to electric operation, will require land which in 
many cases is not now available. 

In the development of the estimates it has been 
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assumed that traffic will not be materially hindered and 
that the entire burden of cost imposed by local condi- 
tions will be borne by the work under -construction. 
Also, no separate item has been entered to cover the 
cost of preliminary or experimental operation, as it is 
assumed that the contingency factor will cover this 
item. The trackage to be electrified includes 6.7 per 
cent of the total that is owned by local industries, but 
the costs as presented in the several summaries do not 
differentiate between the cost of equipping privately- 
owned tracks and those owned by railroads. 


ENERGY REQUIREMENTS 


The determination of the amount of energy required 
has been based upon a knowledge of the total volume of 
traffic to be handled within the proposed limits of elec- 
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trification, and this knowledge was obtained by the 

committee through the results obtained by actual rec- 
ords of the railroad companies in combination with 
results obtained from tests. The records obtained from 
the railroads covered five separate weeks during differ- 
ent months of the year, the week of Oct. 8-14, 1912, be- 
ing covered in greater detail than the others, as hourly 
records were made in addition to the daily totals. From 
these records data were obtained covering the locomo- 
tive-miles, the locomotive-hours, the weight of train in 
tons, the number of cars handled and the weight of coal 
consumed by every locomotive operating within the area | 
covered by the investigations. The total of ton-miles, | 
except in yard service, was determined directly from 
these reports. 
and ton mileage of yard engines, recourse was had to 
an elaborate series of tests to determine the average | 
speed and the average train load of switch engines | 
throughout the various yards included in the electric | 
zone. Summarized, these results are given in Tables 
I and II. 7. 

From the results it was found that the total traffic 
(as measured by ton-miles in all classes of service) for 
the average day of the five periods for which these re- 
ports were made, was 4.7 per cent less than that for 
the average day found during the report period in the 
month of October, and this has been accepted as fairly 
representing the average day for the year. 

The amount of energy in kilowatt-hours required by 
the cars or locomotives has been determined by multi- 
plying the number of ton-miles in each class of service 
by the unit representing the watt-hours per ton-mile in 
that service. These units were determined initially by 
the well-known time-speed-curve method. Curves of the 
characteristics of the motors of the type and sizes were 
also considered. The units shown in Table III were 
used in developing the loads in various services, 
graphical representations of these being shown in the 
accompanying diagrams. E 

It should be noted that the energy-consumption dia- 
grams show the energy for the average October day, 
which fairly represents the average day for the entire 
year. Seasonal variations in the flow of traffic are not 
of great import, and calcu- 
lations based on the daily 
records show that the load — 
variation on a ton-mile basis 
for the average week is sub- — 
stantially 5 per cent above 
the average day, the record 
for Sunday being 23 per 
cent lower than the average 
day. In general, the maxi- 
mum hourly loads for the va- 
rious week-days are practi- 
cally the same, and the dif- 
ference in total daily loads is 
due only to a variation in the 
load factor. The ratio of | 
the sum of the maximum — 
hourly load of all the roads 
is 109,258 kw.-hr. and the 
maximum hourly load of the 
same roads operated jointly 
is 99,207 kw.-hr. The ratio 
between the two is 110 per 
cent, and this represents the 
diversity factor. 


DIRECT COSTS 


As a matter of convenience ~ 
in developing the estimates — 


For determining the locomotive mileage — 
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_ TABLE I—SUMMARY OF TRAIN MOVEMENTS AND CoAL CONSUMED BY 
STEAM LOCOMOTIVES AT CHICAGO 
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Locomotive-hours of sery- 
, ice for the average day 8,828 644 1,778 138 1,263 
-Locomotive-hours of sery- 
ice for the year...... 3,231,047 235,703 650,748 50,508 462,258 
Loeomotive-miles for the 
average day ......... 28,604 6,026 10,127 1,067 23,769 
Locomotive-miles for the 
Breas: WMMUIONS ied acare oie 10.469 2.205 3.706 0.390 8.699 
Ton-miles for the average 
day, MUONS ores: « 12.1738 6.927 10.380 0.462 8.638 
Ton-miles for the year, 
SAANMTVOTIS oe Shave ike atin Gosiece 426.28 242.47 363.33 16.19 302.03 
- Coal consumed for the 
average day, tons..... 3,635 665 1,261 59 1,167 


Coal consumed for the 
We aT MLONS csresets oie eae 1,330,410 243,390 461,526 
Coal consumed per loco- 5 
motive-hour of service, 


21,594 427,122 


DOUMNGS iirc sareac sroecckssaai 824 2,065 1,418 855 1,848 
Coal consumed per loco- 

: motive-mile, pounds... 254 221 249 ala 98 
_ Coal consumed per 1000 

ton-miles, pounds..... 597 192 243 255 270 


of first cost the whole problem of electrification has 
‘been divided into a series of studies, beginning with 
that of the power station. 

Estimates have been based upon the use of water- 
tube boilers of 650 hp., these being equipped with auto- 
| matic stokers capable of operating the boilers at a rating 
- of from 200 per cent to 240 per cent of the normal 
rating, the peak loads requiring operation at a rating 
of 200 per cent. Seven steam turbines of the single- 
unit type will be provided, these operating at 1500 r.p.m. 
The generators will be of the 11,000-volt, 3-phase 
_ type, and transformers will raise the generator voltage 
to 33,000 volts. Reactance will be provided for feeders. 
The average power station load for the maximum 
| hour is approximately 115,000 kw. with an estimated 
' power factor of 70 per cent, and the provision of seven 
- 20,000-kw. turbo-generators, or an installed capacity of 


| 140,000 kw. based on the usual maximum continuous 


rating, will allow the plant one spare unit. The power 
| station characteristics and the load, assuming the use 
of the 11,000-volt, single-phase system of traction, are 
set forth in Table IV. 

The estimated cost of this power station, excluding 
all allowances for contingencies and for engineering are 
as follows: Real estate, foundations, intake and dis- 
charge tunnels, and buildings, complete, $1,931,000; 


TaBLE IT—SUMMARY OF RESULTS RELATING TO OPERATION AND 
TRAFFIC WITHIN AREA OF INVESTIGATION 
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Weight of locomotive and 

tenders tone 23. pce LL) 162 134 1f8* 174*°.:-103* 

Trailing load, tons...... 306* 988 811 sen% « 350" 167 
Speed while in motion, 

miles per hour........ 5.4* 14.9% SE. RIE 2 TLE 22.6% 
Schedule speed, miles per 

i LOCH eco oe min a eet 24* 9.37 5.66 4.82* 19.57 19.00 
- Ratio of time in motion 
} to time in service, per 

Iss COT Ripon trite ele es ae GS Sea OTe Opsoe LOS. Oee Soe 

- Length of run, miles....0.119* 2.80* 0.376* 0.22% 3.58* 1.21* 
_ Weight of car and con- 
tents, including emp- 

CLES CONS ey tpt as we 34.3 34.2 gas b2.b* 27.8% 


*Information from tests. 
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CHICAGO ELECTRIFICATION—ENERGY REQUIREMENTS AT 
TROLLEY FOR ALL SERVICES 


Boilers, stokers, pumps, chimneys, coal-and-ash-handling 
plant, and other boiler plant accessories, $1,571,000; 
Turbo-generators, condensers, switch-boards, exciters, 
transformers and other turbine-room accessories, $2,- 
425,000. This makes a total cost for the plant of $5,- 
927,000. The cost based upon an installed capacity of 
140,000 kw. is $42.34 per kilowatt, and if an amount of 
10 per cent is added for contingencies and 10 per cent 
for engineering, the cost becomes approximately $50 
per kilowatt. 

However, the estimated total cost of the power sta- 
tion for the electric operation of the Chicago terminals 
is based upon the cost of labor and materials as deter- 
mined for the year 1912. If these costs are extended 
in accordance with the system that has been adopted in 
connection with the estimates, as previously mentioned, 
there should be added, (1) to cover growth in traffic 
and mileage of railroads from December, 1912, to De- 
cember, 1922, 30 per cent; (2) to cover contingencies, 10 
per cent; (3) to cover engineering, design, supervision 
and administration, 10 per cent; (4) to cover interest, 
insurance and taxes during construction for six years 
from 1916 to 1922, 10.5 per cent. The values thus de- 
rived may be accepted as the total cost on the basis of 
the requirements of the year 1922, so that the above- 
mentioned cost of $5,927,000 would be increased to 
$10,302,104 as the cost of the power station considered 
in these estimates. 

For the transmission system between the power sta- 
tion and the substations located throughout the electri- 
fied district, the estimates are based upon the follow- 
ing general specifications: A voltage of 33,000 on all 
circuits; duplicate circuits to all substations; intercon- 
nection of substations with transmission lines to a rea-. 
sonable extent; overhead open wire constructions lo- 
cated on the rights-of-way of the railroad transmission 
conductors supported on the structures of the contact 
system. 


TABLE TV—PowenrR STATION CHARACTERISTICS AND LOAD 


Peak load,-one: hour, kilowatts iio cle diese aicia ese wie ee ecole 114,600 
SLIME MAD OCT LAC LOR act witre caer ie kbcs Wath cielo paallins ieraane aia) Oa enavelehiete’ 70 
Load tactom. Pere COMMU. wi iace-¢ sa.2 ees eases at. 3 Sean Uae era at 64,2 
Output perdaiy; Ikilowatt-Mours 3.6 ccice s nccess, Cee acatal cuase sels 1,765,200 
Output per year, kilowatt-hours... 00.0. ..0 0. sa ee dees 646,063,200 
Number .of generator units: installed: woe. e sk nc vis sos wean ce 7 
One hour continuous capacity of unit, kilowatts............ 20,000 
Maximum overload capacity of unit, cilowattschemia hows 27,000 
Rating of six units in service on maximum load, kilowatts.120,000 
Loading of generators during maximum hour, per cent......... 96 
Mortal MHstalled Capacitys cKO Weebin cncis owe ensilecer etre leiciiesdie ew oste © 140,000 


Installed capacity of step-up transformers, kilovolt-amperes.112,000 
Maximum capacity of transformers for five minutes, per cent 
OVERIO Re rasa hea ast eens pcs oe Telia prune ee MeN aria TORT reaver a Mercy ae 200 
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intermediate sizes. 
structures for the overhead contact system are de- 


signed for the joint load imposed by the transmis- 
sion line and overhead ground wires in addition to 
that of the contact system, duplicate circuits, where 
run, being carried on opposite sides of the track. 
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cost of a considerable amount of steel and concrete 


' not carry transmission lines. 


chargeable to the transmission system, but no attempt 
is made in the estimates to distribute this amount or 
to provide credit where the supporting structures do 
A small mileage, 3.87 
miles, of construction for independent supporting struc- 
tures has been provided for in the estimates, the poles 
being spaced at intervals of 300 ft. with the lowest wire 
30 ft. above the ground. Across navigable waters trans- 
mission towers giving a minimum clearance of 120 ft. 
above high water are provided for, there being twenty- 
nine of such locations within the electric zone. The 
estimated costs for this transmission system are given 
in Table V. 

The estimated cost here given, amounting to $853,660 
is, however, extended in the manner that has been fol- 
lowed throughout in the estimates by the addition of 
30 per cent to cover growth of traffic, 20 per cent for 
contingencies, 10 per cent for engineering and 10.5 per 
cent for interest, insurance, etc. The introduction of 
these factors increase the above mentioned amount by 
approximately 90 per cent, or to $1,618,693, which price 
is entered in the estimate as the cost of the transmis- 
sion system. 

The estimates provide for thirty-one substations 
varying from 3000 kva. to 15,000 kva. The buildings 
are of brick and are located along the railroad right- 


TYPICAL Two Track 
MAIN LINE Cross CATENARY SPAN pe 
Scale Old rails inconcrete 
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CHICAGO ELECTRIFICATION—OVERHEAD CONSTRUCTION 
PROPOSED FOR GENERAL USE 


of-way. Switches will be arranged for remote control 
from an adjoining signal tower or other building where 
some employee will normally be on duty, the cost of this 
being based on the assumption that the distance be- 
tween the substation and control point will not average 
more than 1000 ft. Of the substations, sixteen are to 


\ be arranged to act as‘tie stations for the transmission 


lines. Altogether 207,500 kva. capacity of transformers 
will be needed on the basis of the year 1912, the cost 
being $1,164,870. However, when this sum is increased 
30 per cent to cover growth and traffic, 10 per cent to 
cover contingencies, 10 per cent to cover engineering 
and 10.5 per cent to cover interest, insurance, etc., the 
total estimated cost for substations becomes $2,024,736. 

Switching stations have been provided for in the esti- 
mates at various. points throughout the terminals for 
sectionalizing the overhead conductors of the contact 
system and thus allowing conductors to be isolated in 


- ease of disorder due to overload, short circuit or other 
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causes. The cost of this item comes to $329,700, but 
when the usual factors of extension are applied it. rises 
to $573,073. 


OVERHEAD CONTACT SYSTEM 


The type of overhead construction for main track 
which has served as the basis for estimates of cost 
consists of %-in. stranded steel messenger cable, sup- 
ported by structural steel bridges in cases where local 
conditions prevent the use of guys, and by cross-cate- 
nary spans similar to those used on the Norfolk & West- 
ern Railroad and described in previous issues of the 
ELECTRIC RAILWAY JOURNAL under normal conditions. 
These bridges, which are shown in the accompanying 
illustrations, are spaced normally at intervals of 300 
ft. From the primary messenger cable a secondary 
messenger of No. 0000 steel wire is suspended by hang- 
ers spaced at intervals of 10 ft. and a No. 0000 ‘grooved, 
solid-copper, contact wire is suspended about 2 in. be- 
low the secondary messenger, which supports it by 
clips placed midway between the hangers. For yard 
track a %%-in. stranded steel messenger cable is used, 
and from this a No. 00 grooved, copper contact wire is 
suspended by light hangers spaced at intervals of 15 
ft. Over busy tracks a No. 0000 contact wire is used. 
The messengers are normally supported by cross-cate- 
nary spans located at 300-ft. intervals. Industrial 
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CHICAGO ELECTRIFICATION—CONSTRUCTION PROPOSED FOR 
NARROW RIGHT-OF-WAY WHERE GUYS CANNOT BE USED 


tracks are provided with a 7/16-in. stranded steel mes- 
senger cable from which a No. 00 copper contact wire is 
suspended by 4-in. hangers spaced at intervals of 15 
ft., wooden poles spaced at intervals of 150 ft. being 
used for the supporting structures. 

The quantity of the material and the cost of labor and 
the material required for the overhead contact system 
have been estimated for each class of track and the 
average cost per mile of track has been determined as 
a basis for estimating the total cost. In general, the 
cost of labor for erecting all main track longitudinal 
wire systems was estimated at $866 per mile of single 
track. The complete unit costs for labor and material 
for the overhead contact construction per mile of track 
are shown in Table VI. 

For the yard construction it was necessary to make 
special estimates for ten different classes of yards and 
the estimated unit costs per mile were then applied to 
the various yards to be electrified in accordance to the 
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TABLE V—ESTIMATED Costs OF TRANSMISSION SYSTEM 
Copper wire 


Arevatiaray a (tigiatre, ae itchwalca Dab deeileees mar bee tele SPARE atte Tee eee Le $377,000 

WASULALOT SS os eet ey ice hae ea dal Cuma wipe ote eT ele nea Conta ve ete tal hte 52,00 

Erection of wire and insulators. .......0..022eeecereence 84,000 

Ground cables, material and erection........-..++eeesees 158,660 
Structural steel and concrete in addition to that provided 

EOP ECONTACE ‘SY SECTS. raha acaba care eaten cared abel eapMeegane Raa arehage aie 2,000 

Towers and foundations where bridges cross over tr acks. ae 000 


Towers and foundations at river crossingS...........-... 


UA Woy 2-7 {eae Sees Sein seam re aa ha hhe He te, este nt en Aico: 4 $853,660 


TABLE VI—EstTIMATEp UNIT Costs or LABOR AND MATERIAL FOR 
OVERHEAD CoNTACT CONSTRUCTION PER MILE OF MAIN TRACK 


-—Cost per Mile of Single Track—, 


wo 
oo 
00S oe o @ y 
SS BE BOS Sn Fis ete 
Hn HH HA RA RR nH 
Type of Support 
1 2 3 4 5 6 7 
Cross catenary, tubular { 300 $5,430 $4,800 $4,500 $4,370 $4,330 
poles, track in cut or } 250 6,014 5,160 4,914 4,780 4,708 
On’ Alk ja ee 200 7,174 6,100 5,672 5,440 5,295 
Intermediate strut [ 300 6,120 5,620 5,390 5,230 5,080 
bridge, track in cut or ;{ 250 6,821 6,257 5,956 5,787 5,579 
coy clay a) GRAS emanate yk Aaa 2 200 8,500 1,747 7,201 6,767 6,403 
Intermediate strut f 300 6,700 6,100 5,780 5,480 5,270 
bridge, supported in 4 250 7,518 6,817 6,419 6,097 5,809 
retaining walls ..... 200 9,369 8,477 7,780 7,187 6,690 


TABLE VII—MILEAGE AND ESTIMATED COST OF OVERHEAD CONTACT 
SYSTEM 


Estimated 

Mileage Cost 
Main tra chia iis late et ataiet ea ate eeeeent a 1,475.59 $7,975,170 
Other tracks sneha ee nan iene deena 1,733.83 5,965,951 
Privates industrial (Graous } iiss sve sietemeante eemnore 229.72 899,869 
Total for alltra CRs Noe os ciw sey ckato reine ratens 8,439.14 14,840, "990 


particular class to which they belong. The estimated 
unit prices for yard construction range between $2,900 
per mile and $5,600 per mile. Industrial tracks were 
covered by estimated unit costs which depended upon 
the length of spans and the length of spurs, a 1000-ft. 
spur involving costs that range between 70 cents per 
foot and $1.10 per foot, depending upon whether the 
length of span was 90 ft. or 45 ft. 

By the application of these unit costs to the total 
mileage involved in the electrification it was determined 
that the total cost for labor and material for the over- 
head contact system would be as shown in Table VII. 

To these costs are added the amounts involved by the 
introduction of the previously-cited factors of extension, 
which in this case are 30 per cent to cover growth in 
mileage, 20 per cent to cover contingencies, 10 per cent 
to cover engineering, etc., and 10.5 per cent to cover 
interest, etc., during construction. This increases the 
above-mentioned estimated cost to a total of $28,141,188 
for the overhead contact system. 

To protect employees riding on the tops of freight 
cars bridge warnings have been considered necessary 
wherever the contact wire has had to be depressed be- 
low the standard height of 25 ft. to clear an overhead 
obstruction. On high-speed lines an automatic device 
has been provided for, whereby the usual hanging ropes 
or rods will be raised by the action of the track circuits 
as the locomotive approaches and will be dropped back 
into position as soon as the pantograph has passed. 
For slow-speed tracks rods of light bamboo or similar 
material which may be deflected but not injured by the 
moving pantograph may be used. It is estimated that 
the automatic device should cost $500 per track for one 
side of an obstruction, and that the non-automatic warn- 
ings should cost $50. The cost of such devices for all 
necessary locations within the electrified zone was esti- 
mated to be $656,200, but this figure is raised to $1,- 
071,989 by the addition of the customary factors of ex- 
tension, which in this case are 12 per cent to cover 
growth in mileage from 1912 to 1916, 20 per cent to 
cover contingencies, 10 per cent for engineering, 10.5 
per cent for interest during construction. 

Bonding is provided for in the estimates on the basis 
that all bonds are to be of the protected type, installed 
under new splice bars with new bolts. The length of 
a bond is assumed at 24 in. in all cases, and expanded 
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an 


terminals in drilled holes are figured on throughout 


Both rails will be bonded for main line tracks, but only al F 


one rail for yard and industrial tracks. Two bonds 


per joint are used in all cases, of a size ranging from 


83,000 cire.-mil for 70-lb. rails or less, to 105,500 cire.- 


mil for rails between 85 Ib. and 100 lb. in weight. 
Cross bonding is to be installed at intervals of 1 mile 
on main tracks. 


The report states that yard and indus- — 


trial tracks are to be cross bonded at intervals of ap- — 


proximately 1000 ft., although only one rail is to be 
bonded. Cross bonds will be of bare copper cable of — 
500,000 circ.-mil. size for main track and 200,000 cire.- 


mil. size for yard and industrial track. 


The cost of joint bonding on this basis is estimated — 


to be $385 per mile of main track and $190 per mile of 


yard and industrial track, the respective costs for cross — 
To this — 
is added the cost of substation connections at a unit © 
price of $15 per mile of main track. Including the usual 
factors of extension, which in this case are applied at — 
the rate of 30 per cent to cover growth, 20 per cent to — 
cover contingencies, 10 per cent for engineering and — 
10.5 per cent for interest during construction, the total — 
cost of the return circuit is estimated to be $4,446,033. — 

In connection with the return circuit the conclusion — 
has been reached that inductive effects can be prevented — 
by providing rather liberal bonding of track rails, by — 
careful arrangement of feeding points, and by install- — 
Neu- | 
tralizing apparatus will not be required in the tele-— 
It will not be necessary © 
for telephone and telegraph lines to be cabled or moved — 
from the vicinity of the railroad circuits to any extent 


bonding being $10 per mile and $17 per mile. 


ing booster transformers in the railroad circuits. 


phone and telegraph circuits. 


greater than that required to prevent physical inter- 
ference. 


balanced out. 


Booster transformers are to be located about 1 mile — 
apart on main lines having heavy traffic and 114 miles 
On this basis — 


apart on main lines having light traffic. 
it is estimated that 325 booster installations will be 


necessary throughout the electrified zone, the cost of — 
these being $525,650. To this figure, however, is added — 
the usual factors of extension, which in this case are © 
30 per cent to cover growth in mileage, 20 per cent to — 
cover contingencies, 10 per cent for engineering and 


10.5 per cent to cover interest during construction. 
This makes a total cost of $996,727. 


A complete telephone system has also been provided — 
in connection with this electrification because it is con- 


sidered essential that all elements of the electric instal- 


lation be in close communication with one another. 
All of the line and equipment for this service will be — 
installed and maintained by the local telephone company — 
However, radiating from certain — 
important substations there are to be telephone patrol — 
lines which will be installed and owned by the railroad — 


on a rental basis. 


company to provide for prompt transmission of reports 
concerning defects or troubles found by the men who 
will patrol the electric lines. 
to be provided along the electrified right-of-way and it 


is estimated that the average cost will be $300 per 
route mile. With the usual factors of extension the cost 


of this telephone patrol line will be $272,052. 


ELECTRIC LOCOMOTIVES AND MULTIPLE-UNIT EQUIPMENT 
In connection with the estimates of cost of electric 


locomotives the various locomotive services have been 


classified as yard, road-freight, freight-transfer and © 


By locating substations at intervals of from 
5 miles to 8 miles, the tracks will be divided into sec- — 
tions fed by substations at each end and the current — 
drawn by trains in any one section will be confined to 
that section, the inductive disturbances being largely — 


Two stations per mile are — 
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TABLE VITI—CHARACTERISTICS OF THE STEAM LOCOMOTIVES IN 
SwITcHING SERVICE IN CHICAGO 


Average 
3 Rated Maxi- 
: , Average Weight mum Trac- Per Cent of 
Weight on Drivers, on Drivers, tive Effort, Total Number 
Pounds Pounds Pounds of Locomotives 
50,000 to 75,000 66,700 19,880 0.72 
75,000 to 100,000 94,700 20,000 12.72 
,100,000 to 125,000 120,000 3,230 30.47 
125,000 to 150,000 138,400 30,140 33.16 
150,000 to 175,000 166,700 37.420 11.11 
175,000 to 200,000 182,500 40,450 8.24 
200,000 to 225,000 203,900 42,850 3.58 
ASOT cic sis' be alasia tide 135,900 28,790 100.00 


through-passenger. The locomotives for yard serv- 
ice that are now in operation are of characteristics in 
accordance with table No. VIII. From tests made in 
sixty-six yards of thirteen railroads, however, and cov- 
ering over 800 locomotive-hours of service, the average 
weight on drivers of the locomotives in service was 
found to be 138,000 lb. The average characteristics of 
this service have been previously shown in Table II. 
The weight of the electric locomotive for yard service 
has been taken for all systems as 160,000 lb., on all the 
drivers. The estimates are based upon a locomotive 
with two four-wheeled trucks, having geared motors 
of 120 hp. each, giving a normal rating of 480 hp. for 
one hour. 

For the road-freight service the electric locomotive 
selected as a basis for estimates is similar to the yard 
locomotive except that it has eight motors, two of which 
are geared to each of the four axles. The total weight 
has been taken at 230,000 lb. The motors are each of 
250-hp. capacity at one hour rating and will develop a 
tractive effort of 80,000 lb., or sufficient to slip the 
wheels at 40 per cent adhesion. This locomotive is 
capable of handling the average trailing load shown 
in Table II at an average speed of about 22 miles per 
hour, about 50 per cent more than the average speed 
of the present steam locomotive. The electric locomo- 
tives required for freight-transfer service, the char- 
acter of which is shown in Table IJ, need not be differ- 
ent from the type selected for the yard service, and the 
heavier part of ‘the freight-transfer service may be 
handled by the road-freight locomotives. 

The electric locomotives for passenger service will 

have to handle a maximum trailing weight of passen- 
ger trains of about 900 tons. Most of the lighter trains 
and those having frequent stops are to be operated with 
_ multiple-unit motor cars, leaving the through passenger 
_ trains and suburban trains which go to points beyond 
_ the limits of electrification to be handled by electric 
_ passenger locomotives. The locomotive selected for this 
service is of the type used by the Pennsylvania Railroad 
at the New York terminal, having 2000 hp. of motors 
- mounted in the cab above the wheels and driving the 
- locomotive by coupling rods and side rods through a 
_ jack-shaft. The total weight will approximate 320,000 
Ib. and the normal one-hour rating of the motors will 
give a 24,000-lb. tractive effort at 31.5 miles per hour. 
This is the only type of locomotive selected for pas- 
senger service, the freight locomotives being available 
_ for passenger trains making frequent stops. 
: For the suburban service a motor car has been 
- selected which, when fully equipped with two 250-hp. 
motors and with average seated load, weighs 117,000 lb. 
_ It is approximately 54 ft. long over the body and 64 ft. 
- long over all and has a seating capacity for seventy 
passengers. The trailer cars have the same dimensions, 
will seat seventy passengers, and will weigh, with the 
average load, 88,000 lb. In each train a number rang- 
ing from three with an eight-car train to none with 
~ atwo-car train, will be used, and this will permit speeds 
averaging about 5 per cent higher than those now com- 
mon on the steam ‘operation. 
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The required amount of equipment for each of the 
different services is made up on the following basis: 
For locomotive passenger service a study was made of 
the through passenger schedules, and a sufficient num- 
ber of locomotives was provided for each railroad to 
protect all of its passenger trains between the city 
terminus and the point at which provision is made for 
the change of motor power, assuming that each train 
will operate on a schedule indicated by the time-table. 
For multiple-unit passenger service electric equipment 
was provided to give 10 per cent more seating capacity 
than the present service, assuming that each schedule 
would be maintained, as shown by the present time- 
tables. For road-freight service the number of loco- 
motive-hours and trailing ton-miles for each railroad 
during each hour of the average day was made the 
basis. For yard and transfer service the basis was the 
number of locomotive-hours for each railroad during 
each hour of the average day. 

In connection with the locomotive passenger service 
it was decided that for the purpose of protecting the 
schedule thirty minutes spare time would be allowed at 
the terminal for coupling or uncoupling and for getting 
the locomotive into position. Where the minimum re- 
quirement to protect schedules is four locomotives or 
less, the number has generally been doubled. On roads 
having twenty or more scheduled trains daily, one spare 
locomotive for each twelve appearing on the schedule 
is regarded as ample. It has been assumed that the 
electric locomotives will be in operation 80 per cent of 
the total time, the remaining 20 per cent being required 
for inspection and repairs. On this basis there will be 
required to provide for the 704 scheduled trains which 
make 12,460 miles daily within the limits of the electric 
zone a total of 228 electric locomotives. Of these, it is 
calculated that a minimum of 138 will be required to 
meet the schedules and that the remaining 90 will act 
as spares.. The locomotives will therefore average about 
55 miles per day or two and three-quarters hours of 
work. 

For the multiple-unit passenger service, equipment 
will be required for a service that has been established 
at 661 suburban trains daily, making 11,328 train-miles 
with an average of 4.4 cars per train. To the number 
of cars required actually to protect the schedules, there 
have been added 15 per cent to provide, first, for inspec- 
tion and repairs, and second, for exigencies such as 
extra service, accidents and bunching of trains. It has 
been assumed that each motor car will be available for 
service twenty-four hours per day, but that inspection 
and repairs will consume about 5 per cent of the total 
time. The number of multiple-unit and trailer cars 
required for suburban passenger service by the nine- 
teen reads operating it will be as follows: 


Average number of scheduled trains daily................. 661 


Average number of train-miles daily...................055 11,328 
POVAL DIN DST. MGLOL “CAPE sia c ca) cial ois! ohranseoicte a Su cy oy eiaite< inie nies aes 470 
Minimum number to meet schedules........ 0.00 ee cere ev aes 406 
RAVER GPL aber ac yaa, ode th oe Tae cine sh oeeearh NLane eRe NAME TD cloretnie ln snaee inser akeus 64 
Ota oNUIM Der Cr aller GANG wien trcldcdereiscis re aiseeeiaaaaleretaps. «tone 251 
Minimum number to meet schedules..................20005 214 
(SP opeW Raks RIN eed int OR ch OPER ICIS cRE-CTE AG RCCL SCOR CREE Has COREA ae 3 re 


Present number. of Suburban Coaches. 2.05 2 ele ee ee ale ce ee 


For the road freight service, which is defined as that 
which involves the movement of freight cars between 
points within and points outside of the proposed limits 
of electrification, the basis employed in determining the - 
number of locomotives is the maximum locomotive-hours 
for each road for the average day. To the daily. re- 
quirement was added 20 per cent to provide for inspec- 
tion and repairs, and 5 per cent for exigencies of opera- 
tion. On this basis, the number of electric locomotives 
required to handle the road freight service for the 
nineteen roads operating this service would be 100. 
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This number includes 20 spares, and the 80 locomotives 
for the minimum average service would haul 5,668,326 
ton-miles in the 548 locomotive-hours of service re- 
quired for the average day. The locomotive mileage 
for the day would be 5369, an average of 53 miles, or 
5.65 hours per locomotive-day. 

In yard service at the present time, 519 locomotives 
. are ordinarily at work during the maximum hour and 
to this is.added 113 locomotives in transfer service. In 
determining the total number of electric locomotives 
required to perform the yard and transfer service in 
the Chicago terminals it has been assumed that the 
traffic: will have the same flow and that it will be 
handled in the same average loads and at the same aver- 
age rate of speed as the present service. Upon this 
basis, locomotive-hour diagrams have been worked out 
for each road, and the number of electric locomotives 
equired to handle the yard and transfer service of the 
road in question has been determined from these. One 
of the diagrams is presented in an accompanying illus- 
tration. To the average daily locomotive requirements 
thus determined there has been added 9 per cent to pro- 
tect against the time required for inspection and re- 
pairs, and 11 per cent for possible exigencies of service 
and accidents. On this basis, the total number of elec- 
tric locomotives required to handle yard and transfer 
service will be 688, of which 116 are spare engines, 
leaving a minimum requirement for the average day of 
572, it being assumed that the average daily hours of 
work for each electric locomotive will be 16.5 as op- 
posed to 14.5 hours for the steam machine. 

The unit costs for the electric equipment, including 
cost of delivery in Chicago, are assumed as follows: 


WAPTALTOCONIOTIV OS eiay iris sore c sane te retest ratie cote beeinee, Siiahate tc ial eaclie ieee dottaie te ean 
Freight “JOCOmMOt Ves fie: co) fo ieee are are miata, pitt an pene aley Crew Ca iat wk 000 
Passenger: JOCOMOLIVES si; cplersviess, comtatoiptehe vo ate ceneleioh eters oiesene parece 877500 
Motor cara! iia cate.arp caress cogevaicl ars 8-07 e- atm esate oecinints eeveeria ain reie alec eer ee 20,100 
THAT NCAT Ay sire shite royce bale cane vanonace tare co senel pttarione lace a lous ieee fae tox epeasheee ehetere 10,400 


Based upon the requirements of 688 yard- locomo- 
tives, 100 freight locomotives, 228 passenger locomo- 
tives, 470 motor cars and 251 trailers, the total costs of 
the equipment for Chicago terminals would be $55,- 
150,400. To this is added $34,675 for seventy-three 
line inspection cars and $85,000 for seventeen repair 
trains. When the extension factors are added, the total 
figure becomes $91,703,557, the extension factors being 
30 per cent to cover growth in traffic, 10 per cent for 
contingencies, 5 per cent for engineering and 10.5 per 
cent for interest during construction. 

In the estimates a separate allowance was also made 
for spare parts for the electrical equipment, and this, 
including the factors of extension, amounted to a total 
of $485,343. 


ALTERATIONS TO STRUCTURES 


Incidental to the execution of any plan of electrify- 
ing the railroad terminals of Chicago through the use 
of an overhead contact system, certain definite and im- 
portant changes in existing facilities of permanent 
structures will be required. Among these is the cost 
involved in securing the minimum clearance ‘under 
overhead structures, and this is estimated to cost, with 
the factors of extension, $834,261. Changes have also 
been assumed to be necessary in all existing wires and 
cables which cross above the present tracks, or which 
parallel tracks in such a manner as to present possible 
physical interference with the contact system or trans- 
mission line. These changes are estimated to cost, with 
the extension factors, $2,028,007. 

Changes in the existing signal systems have also 
been considered in the estimates owing to the exten- 
sive use of direct current signal apparatus. The total 
estimated cost for all roads affected amounts to $3,491,- 
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On the basis of the 1475 miles of electrified — 


track, this would amount to $2,365 per track-mile. The 
factors of extension raise the total cost of the esti- 


mated changes in the signals to $6,111,407. 

New steam locomotive terminals would have to be es- 
tablished at points beyond the city limits under the 
general plan of electrification. 
have to be made for the change of motor, power at 
points outside the city and for the care and handling 
of electric locomotives and multiple-unit equipment. In 
a few cases the facilities which are now in use for 
steam equipment may be rearranged to accommodate 
electric equipment. 

The principal existing facilities which will be ren- 
dered worthless to the railroad under electrification 
and will be abandoned include 42 roundhouses, 53 coal- 
ing stations and 96 water tanks. The original ost of 
these properties was $3,127,259 and the presen 
is $2,318,604. The salvage value of the property is 
estimated to be only $249,000. These figures apply, 
however, only to the year 1912. 
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time, a rate of increase may be assumed at the rate of 
3 per cent per annum, so that in December, 1916, when 
the electrification is assumed to be definitely decided 
upon, the value will have increased 12 per cent. How- 
ever, to offset this there is a salvage value and by de- 
ducting this from the assumed value at the time when 


electrification commences a total amount of $2,317,957 | 
is estimated as the amount which will be rendered use- | 
less in the event of electrification and which must stand | 
as an independent item in representing property that — 


is wholly dissipated. 


Thirty-six roads will be provided with these transfer : 
facilities, the total cost of which will amount to $19,- | 
617,000. Among the items that go to make up this cost | 


are: buildings, $6,328,600; grading, 
land, $1,254,500, and, machinery, $1,226,000. 


$1,700,700; 


transferring of machinery from the old locations to 
the new ones. Other items included in the cost of new 
facilities are: 


Else- i 
where the estimates include a charge of $96,383 for the | 


Tracks, $3,490,290; .electric. equipment 


Provisions will also | 


value | 


Subsequent to that | 
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TABLE IX—-HsTIMATED FIRST Costs or TyPpicaL STEAM 


LOCOMOTIVES 
Average Average 
Weight Total 
on Drivers, Weight, First 

Pounds Pounds Cost 
Through passenger locomotives...... 144,000 314,000 8,500 
Road freight locomotives........... 160,000 324,000 18,500 
mransrer Jocomotives: s.ssuseseacee 160,000 324,000 15,500 
par: JOCOMOLIVES ati oeiileatste sine ticle 135,000 268,000 13,000 
Suburban passenger locomotives..... 91,000 222,000 12,500 


of new track, $597,000; viaducts and subways, $505,- 
000; miscellaneous, $2, 55S, 135. 

In accordance with the custom followed in the esti- 
mates factors of extension have been applied as follows: 
To cover growth in the mileage of railroads 30 per 
cent, contingencies 20 per cent, engineering 10 per 
cent, interest during construction 10.5 per cent. The 
imposition of these factors raise the cost of the new 
terminal facilities to $37,197,383. 


ROLLING STOCK RELEASED BY ELECTRIFICATION 


The electrification of the railroad terminals in Chi- 
cago will result in the elimination of steam locomotives 
from the tracks of the city and its immediate vicinity. 
Locomotives thus released may be disposed of. Simi- 
larly, it is assumed that under electrification all sub- 
urban business which is confined to the electrified 
trackage will be performed by multiple-unit equipment, 
with the result that the cars now in this service will be 
released for other use. 

A detailed analysis of schedule requirements shows 
that the introduction of electric operation will reduce 
by thirty-seven the number of steam locomotives re- 
quired to perform the through passenger service. 
Within the electric zone, as before mentioned, this work 
is estimated to require 228 electric locomotives. In 
road freight service, under conditions imposed by exist- 
ing schedules, the number of steam locomotives re- 
leased will be 20, the estimated number of electric loco- 
motives to do this work being 100, as before men- 
tioned. In suburban passenger service all of the steam 
locomotives and coaches, numbering respectively 151 
and 742, will be released. For yard and transfer 
service the number of steam locomotives in service was 
determined at 612 and 140 respectively, all of which 
will be released, the total of 752 steam locomotives 
being replaced by 688 electric locomotives. 

The value of the locomotives to be released is based 
on the first costs of typical locomotives in the various 
services, these being outlined in Table IX. The 
value of suburban passenger coaches to be released has 
been based upon an average first cost of $5,200. The 
total first cost of rolling equipment to be released is 
thus $16,926,400. However, the number of locomotives 
and coaches to be released will increase as the business 
of the terminal increases, and a factor of extension of 
21 per cent has been applied to cover growth at 3 per 
cent per annum for seven years, from December, 1912, 


TABLE X—SUMMARY OF ITEMS COVERING INSTALLATION CosTs OF 
ELECTRIFICATION OF CHICAGO RAILROAD TERMINALS 


OW Ces UVELON I-21 us baracetehelles tliererciote le Osi oh cuetelen eraiener Need $10,302,104 
PRASAD SY SLOT i siiela meine bla ol moe ae alia week ela fo cea laletbue lace ,618,693 
PATIOS UL URO MLS car cia i wy oid evalie etal age case anon aia nile Ric ate aula araia) Seal otos ,024,736 
Switching SCationsen ducers carsistesitiers esis aichelciits caves aieve 573,073 
Overheads CONTACE: SYSCCML \ cts sieisle ace aye ecCheyptaraverciels a eiaie ele 28,141,188 
Bridge warnings ,071,989 
ROEM IMEC IDET Pec ste te sate. sie eiselensie ohare nialela die Mpnata elope »446,033 
Prevention of inductive effects and electrolysis. 6,727 
PROLEDMOMO MSV BUCS se cuereeiacecethsietateracer cual ele ietet o Cay cpetenetote/ere 272,052 
Electric locomotives, multiple-unit equipment, wor 
andsinspecti ons Equipment W.). siciers)s <2 sles sie, evenelse is/ ere) niete 91,703,557 
SATS POOLS tet inat co auetolesniena eter ete crenevelal etoile sieve, aiacelamereta 85,3 
Changes in overhead structures Sie 834,261 
MATIESS, AID WACC LILES: ven clare neice tele ai ate ota mie eraidaje wa wale 2,028,007 
WHANEPES Ath SIETIAL, SYSLOG saree eteis cia el usin ce 'ayWigiars a brajels 6,111,407 
Removal and TEreaEApHienmnene of PES locomotive 
terminals: 
a. Cost of transferring machinery........ $96,383 
b. New steam locomotive terminals and 
UAT SLO IY ALAS) a cioiaisievetilel cieveteveletalcie sishelers 37,197,363 
————_ 87,293,746 
DOCAN ee niarsete Sia atet an nntel cistetetsleieds cesiictetes com Tel sliaelieieielm lakers $187,902,916 
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to December, 1919. This brings the total estimated 
first cost of rolling equipment to be released up to 
$20,480,944. 

However, the real release value of the equipment will 
not be equal to its first cost. The locomotives are esti- 
mated to have values ranging from 65 per cent to 40 
per cent of the first cost. Many of the cars used in the 
suburban service are old, the average not being far 
from twenty years, and it has been assumed that $500 
per car represents a fair average release value for such 
equipment. On this account the estimated release value 
of all rolling stock to be displaced in the event of elec- 
trification is $9,496,806, including the factor of exten- 
sion of 21 per cent previously cited. 

Summing up all of the foregoing cost of electrification 
it will be found that the total estimated cost is $187,- 
902,916. In detail the summary is shown in Table X. 


INDETERMINATE COSTS OF ELECTRIFICATION 


The committee’s estimates of costs above outlined are 
based upon a definite program of procedure and the 
estimates may be expected to work out in practice only 
insofar as the procedure is followed. This procedure 
has been designedly chosen to give results which may 
be expected, as those of minimum costs. However, in 
determining the extent of trackage to be electrified the 
committee’s plan has been based upon the conception 
that electrification is proposed as a means of smoke 
abatement. The plan provides for the electrification of 
all tracks within the city and the termination of such 
electrifications as soon as practicable beyond the limits 
of the city. The railroad official who reviews the work 
will probably feel that if electrification is imposed the 
extent of trackage affected should be determined from 
considerations which are the outgrowth of operating 
conditions, whereas the committee has thought to deal 
with the minimum trackage consistent with reasonable 
operating requirements. 

In addition, eight railroads have submitted statements 
of betterments which might be deferred for many years, 
but would become necessary at once if electrification 
were decided upon. The list of these precipitated costs 
covers items for grade separation, for an extension of 
four-track work where two tracks are now provided, for 
grade reduction and for changes incident thereto and 
for relaying rails in certain yards. Extensions of 
electrified trackage beyond the limits estimated on 
by the commitee are included. In round numbers, the 
sums of these respective items are $29,000,000 and $21,- 
000,000, a total of $50,000,000, and the committee’s 
estimate of the cost of electrification for the eight rail- 
roads is in round numbers $92,000,000. The excess 
costs, including those due to extensions of the electrified 
tracks and to precipitated costs are, therefore, 54 per 
cent of the amount covered by the committee’s estimate, 
and on this basis the total precipitated costs will amount 
to $96,313,400, This, added to the figure in the com- 
mittee’s estimate, makes a total from all sources of 
$274,440,630. The total, it may be said, provides for a 
deduction of $9,775,686 to cover the salvage from rolling 
equipment and from facilities to be abandoned or utilized 
for the purpose. No allowance is made in the first costs 
for the dissipated values involved by abandoning steam 
engine terminals, this loss being considered as an oper- 
ating charge pro rated over a period of ten years. 


In connection with Electrical Prosperity Week in 
Louisville, the Louisville (Ky.) Railway ran a special 
car in the evenings, routed so as to cover practically 
the whole system, and gaily lighted so as to call atten- 
tion to the signs it bore relating to the week of celebra- 
tion. This car was rigged out by Jovian volunteers. 
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Papers Presented Before C. E. R.A. Accountants | 


Central Accounting Body at Sessions in Detroit on Dec. 7 and 8 Considered Topics Dealing with Depreciation 
and Appreciation, Accrued Accounts, Journal Entry Ticklers, and Shop Orders 


The twenty-eighth meeting of the Central Electric 
Railway Accountants’ Association was held on Dec. 7 
and 8 at the Hotel Statler, Detroit, Mich. The first ses- 
sion, which opened on Tuesday afternoon, was devoted 
to an address by the president, H. B. Cavanaugh, audi- 
tor Cleveland, Southwestern & Columbus Railway, 
Cleveland, Ohio; to reports of the various committees, 
including those on standing passenger and freight ac- 
counting and on forms, and to a paper on the subject 
of “Depreciation and Appreciation,” by W. H. Forse, 
Jr., secretary-treasurer Union Traction Company of In- 
diana, Anderson, Ind. At the second and concluding 
session on Wednesday morning three papers were read, 
as follows: ‘Accrued Accounts,” by A. E. Dedrick, 
auditor Mahoning & Shenango Railway & Light Com- 
pany, Youngstown, Ohio; “Shop Orders,” by B. H. 
Jacobs, assistant auditor Cleveland (Ohio) Railway, and 
“The Journal Entry Tickler,” by E. L. Kasemeier, audi- 
tor Ohio Electric Railway, Springfield, Ohio. The ad- 


dress by President Cavanaugh and the papers by Messrs. — 


Forse, Dedrick and Kasemeier are published below in 
abstract form. 


ADDRESS OF PRESIDENT 


BY H. B. CAVANAUGH, AUDITOR CLEVELAND, SOUTHWESTERN 
& COLUMBUS RAILWAY, CLEVELAND, OHIO 


The successful auditor of to-day must be versed in 
every line of operation on his property and must be in 
constant touch with and have the co-operation of all 
heads of departments and executives. He should origi- 
nate forms for statistics and information to be fur- 
nished the different departments, and he should encour- 
age the friendship of department heads by making fre- 
quent visits, by talking operating statistics with them 
and by showing an interest in their line of work. The 
association itself should encourage members of the 
different departments to attend its meetings, and papers 
should be presented by men who are not accountants, 
but who are associated with the companies in other 
capacities. 

In regard to the forms now used by the member com- 
panies, it may be said that after several attempts had 
been made to have the different kinds collected and put 
into shape so that they would be of benefit, the com- 
mittee in charge of this matter has adopted a system 
that takes care of all forms and classifies them as to 
use. This system is flexible, so that new forms can be 
‘substituted and old forms taken out at any time. The 
file of forms is kept in the office of the secretary, who 
will gladly furnish any information desired. 

The question box seems to have been lost for some 
unknown reason. It cannot be possible that all under- 
stand the many intricate problems that are being pre- 
sented daily, and this feature of association work should 
be revived. At the meeting in Cleveland on Dec. 13, 
1913, the query box committee answered twenty-six 
‘questions, but since that time there seems to have been 
no questions asked. It would be of benefit to all if 
each member during the coming year would ask the 
‘solution of one or more problems, even though he may 
have solved them himself, as in this manner the mem- 
bers will put before the association questions that will 
be new to many. 

At the last annual meeting it was decided to dispense 


with a separate secretary and to co-operate with the 
parent association. Accordingly, the secretary of the 
Central Electric Railway Association was elected as 


our secretary, and at a meeting in June we changed our 


constitution and by-laws to. conform to those of the 
parent association, all of which has promoted the best 


_ of harmony. Members of the Accountants’ Association 


should attend meetings of the parent body and keep in 
touch with its methods and requirements, as in this 
manner they will be better able to furnish the executive 
officers of their companies with the information they 
require. In regard to the representation of Account- 
ants’ Association on the parent executive committee, it 
is recommended that the question of having two mem- 
bers on this committee be taken up with the parent 
association—one member to be the president of the 
Accountants’ Association and the other to be selected 
from the membership. One member should hold over in 
order to have continuity in the work. 

The Accountants’ Association has had before it for 
several years the question of a railway property doing 
a general lighting and power business, but there has 
been no recommendation as to the proper method of 
handling these accounts, 7.e., in the case of a railway 
property that has no separate organization or power 
plant for lighting and power work but handles it in 
connection with and through the general railway organ- 
ization. It is therefore recommended that a committee 
be appointed to cover this business, which with many 
has grown to considerable proportions. 


THE JOURNAL ENTRY TICKLER 


BY E. L. KASEMEIER, AUDITOR OHIO ELECTRIC RAILWAY, 
SPRINGFIELD, OHIO 


The Ohio Electric Railway auditor’s office has a great 
many ticklers or reminders in various forms, such as a 
card tickler for the chief clerk to show the dates for 
statements, reports, etc., and a double tickler, indexed 
by dates and alphabetically, for periodical payments 
of the disbursement department. In line with such 
systems the general bookkeeper has a tickler for jour- 
nal entries. This is kept in a book used for the gen- 
eral ledger trial balance. The book is divided into 
three sections; that is, one-third is allotted for the 
tickler; another for the trial balance, and the last for 
a condensed balance to bring the figures down in line 
with the monthly balance-sheet form. On the left-hand 
margin of the pages used as a tickler there is written 
a description of every entry. These are grouped in a 
systematic way, as follows: 

Traffic and agents’ accounts. 

Power interchanged between light and railway de- 
partments and divisions. 

Payrolls, vouchers, collection vouchers, drafts, credit 
advices, freight-claim drafts, ticket-refund drafts, etc. 

Store issues, scrap issues, material reclaimed, fuel 
issues, stationery issues, etc. 

Accrual entries for insurance, bond interest, taxes, 
etc. . 

Sinking funds. 

Trust company’s bond coupon deposit accounts. 

Mortgage bond issues, changes, etc. 

Vertical columns are headed by months, and when 
the journal entry is made its number is placed in the 


ome 


DECEMBER 11, 1915] 


month’s column. If no entry is necessary, a dash is 
put in that place. For quick reference, journal entry 
numbers are not duplicated. As there are usually about 
fifty entries each month, 100 numbers are set aside for 
a month, as January, 5001; February, 5101; March, 
5201, and so on indefinitely. 

When the time for closing the books draws near, it is 
very easy of accomplishment to run the eye down the 
column for the month in question and see just what 
entries have not been made. This record is useful 


' many times each month to locate certain journal entries 


and to refer to such as are made only once or twice 
each year. The vertical columns headed by months 
are made very narrow so that a page of the tickler book 
when opened will exhibit with the usual short leaf in- 
sert about six years’ entries at a glance. 


ACCRUED ACCOUNTS 


BY A. E. DEDRICK, AUDITOR MAHONING & SHENANGO 
RAILWAY & LIGHT COMPANY, YOUNGSTOWN, OHIO 


Accrued accounts are those which are used to place on 
the books such items, either actual or estimated, as will 
reflect as nearly as possible the true financial condition 
as of a future given date. Such accounts in general 
may be divided into two broad classes: (1) accounts 
that may be definitely determined each month, as bond 
and note interest, rentals, taxes and miscellaneous ac- 
cruals, and (2) accounts that may be quite accurately 
estimated, as accident reserve, insurance reserve (where 
the utility carries its own insurance), depreciation and 
renewal reserve, taxes, uncollectable debt reserve, and 
many other accounts that are commonly used by utilities. 

In the ordinary conduct of business the prorated ac- 
crual of bond interest is considered accurate, for the 
reason that the utility pays as much interest for Feb- 
ruary with twenty-eight days as for March with thirty- 
one days. Note interest, however, can be figured ac- 
curately, based on the number of days in each month. 
Taxes as a whole may be closely estimated. Some 
classes of taxation, particularly that applying to tax on 
gross earnings, can be accurately figured, as the base 
and rate are definite factors. Property and real estate 
taxes, however, vary so materially in different States 
and from year to year that actual accruals are not possi- 
ble. Accruals for bad account reserve, insurance re- 
serve, depreciation reserve and others may be closely 
apportioned by a careful analysis of conditions. 

One form of accruals not ordinarily encountered in the 
daily routine of work should be considered. Assume, 
for example, a hypothetical case of a railway and light- 
ing property being sold. In the final balance sheet set 
up by the company’s accountants appears an accrual 
of $50,000 to cover the lag in continuous meter readings 
not shown on the books. The accountants for the pur- 
chaser, however, set up a counter charge of $25,000 for 
deferred or accrued operating expenses. This charge 
represents expense items that the company has secured 
benefit from but which have not been billed to it or 
taken on its books. Many items of the latter nature, 
such as maintenance of municipal bridges, paving re- 
pairs, etc., are not billed to a utility until months after 
the work has been done. Both of these accruals are cor- 
rect in principle, though subject to adjustment as to 
the amount. 

Closely allied with tax accruals are paving and sewer 
assessments, which usually accompany the tax bills to 
Ohio utilities. Yet these are not taxes in any sense of 
the word and are chargeable to capital or renewals, as 
the case may be. Some of the smaller companies charge 
paving assessments to operating expenses, prorating 
them over the year’s business. This practice, however, 
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is ethically wrong from an accounting standpoint, as it 
does not throw the expenses into the proper period. 
The accruing of a proper depreciation and renewal re- 
serve would obviate this difficulty. In connection with 
assessments of this character, it is often advisable, 
where it can be mutually arranged, to have the munici- 
pality raise the funds and carry the account for three 
to five years before it is extinguished. The municipality 
can usually raise money at a lower rate than the utility, 
but the principal advantage lies in the fact that the 
burden may be distributed over a period of years and 
in many instances will be paid out of surplus earnings. 
Thus the utility is relieved of a burden of securities 
which, once issued, would probably be a liability against 


_ the property for a long term of years and impose a fixed 


charge that might be avoided. 


DEPRECIATION AND APPRECIATION 


BY W. H. FORSE, JR., SECRETARY-TREASURER UNION TRAC- 
TION COMPANY OF INDIANA, ANDERSON, IND. 


It is impossible to frame concise general rules for 
making allowances for depreciation which will not, in 
their application, be attended with a large margin of 
possible error. Experience data collected from a num- 
ber of electric railway accountants show the wide diver- 
sity of opinion of men in actual and direct contact with 
these carriers. The percentages in Table I are the 
various rates used for the year ended June 30, 1915, for 
the annual charge for depreciation on rolling stock 
equipment. 


TABLE I—SHOWING VARIOUS ANNUAL RATES USED FOR DEPRECIA- 
TION OF ROLLING STOCK EQUIPMENT 
Road No, 
1—An arbitrary charge of $1,200 per year. 
2—4 per cent of original cost less estimated value of salvage. 
3—6 cents per car-mile for maintenance and depreciation. 
A—3 per cent of the original value. 
5—5 per cent of the valuation of equipment, 
6—An arbitrary charge of $3,600 per year. 
7—3 per cent of record book value. 
8—One twenty-fifth, of 75 per cent of original cost. 
year life; 25 per cent salvage.) 
9—Arbitrary deduction from income; $500,000 per year for sev- 
eral years. 
10—1 per cent of appraised value. 
11—2 per cent of value. 
12—3 per cent of cost of equipment. 
18—1 per cent of gross value. 
14—An arbitrary charge of $2,400 per year. 
15—One twenty-fifth of 75 per cent of original cost. 
16—5 per cent of value. 
17—2 per cent of estimated value. 
18—4 per cent of estimated cost less 25 per cent salvage. 
19—2% per cent of present value. 
20—Arbitrary charge of $12,000 per year. 
21—2 ner cent of book value. 
22—21%4 ver cent of inventory value. 
23—An arbitrary charge of $1,000 per year. 
24—-5 per cent of appraised value. 
25—6 per cent of gross income. : 
26—6 per cent of gross earnings for maintenance and depreciation. 
27—Arbitrary charge of 4.3 per cent of investment. 
28—5 per cent of appraised value less estimated salvage. 
29—10 per cent of value. 
30—5 per cent of estimated value. 
31—2 ner cent of book cost including betterments. 


(Twenty-five 


It is apparent from a study of the foregoing table 
that electric railway accountants have grappled with 
the problem and made a sincere effort to comply with 
commission requirements. It is likewise apparent that 
there is an honest difference of opinion regarding the 
life of rolling stock. The figures as they stand represent 
an expectation of life ranging from ten years to 100 
years. 

Table II on the next page has been compiled from 
electric railway reports and is merely inserted for the 
purpose of indicating variation of practice. It is in- 
advisable to jump at conclusions, however, in reading 
this table. Local conditions must be studied and every 
fact supporting the figures must be known before an 
intelligent opinion can be expressed regarding the ade- 
quacy or inadequacy of any figures or percentages of 
this kind. 
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It is an established fact that a railway system cannot 


be kept in an absolutely new condition. It may be main- 
tained at 100 per cent efficiency, yet during the early 
years of its life the maintenance costs will vary con- 
siderably until it finally settles down to a practically 
constant percentage of wear and of depreciation and a 
practically constant expenditure for repairs and re- 
newals. This leads to a consideration of the subject of 
renewals and its relation to maintenance and deprecia- 
tion. Railway rolling stock especially is renewed and 
rebuilt until of its original component parts there some- 
times remains scarcely a trace. One railway system is 
known to expend in nine years for repairs and renewals 
of rolling stock a sum equivalent to the total original 
cost of the equipment. It is quite possible, in this man- 
ner, to take care of depreciation through the mainte- 
nance and renewal of principal parts and the replace- 
ment of units in service. This method has been used 
very satisfactorily by some steam railways for years. 
Certainly the question of depreciation cannot properly 
be discussed without careful consideration of the items 
of renewals and replacements. In actual practice the 
use of depreciation accounts may be entirely unneces- 


TABLE II—MAINTENANCE AND DEPRECIATION AS SHOWN IN 
PUBLISHED REPORTS OF HLECTRIC RAILWAYS 


Percentage of Gross Operating 
Revenue 


ca a= SR 
: Main- Depreciation 

Boston Hlevated Railway : tenance (and Renewals) ‘Total 

Year ended June 30, 1914..... aliegsih None eral 

Year ended June 30, 1913..... 18.1 None 18.1 
Brooklyn Rapid Transit Company: 

Year ended June 30, 1913..... 16.0 16.0 

Year ended June 30, 1912..... 16.3 16.3 
Chicago Railways: 

Year ended Jan. 31, 1914..... 7.0 8.0 (renew- 15.0 

Year ended Jan, 31, 1913..... 7.8 8.0 als) 15.8 
Interborough Rapid Transit Com- 

pany: 

Year ended June 30, 1914..... Items not shown separately 12.0 

Year ended June 30, 1918..... Items not shown separately 13.9 
Montreal Tramways: 

Year ended June 30, 1914..... 11.6 5.8 (renewals) 17.4 


Philadelphia Rapid Transit Com- 
pany: 
Year ended June 30, 1914..... 11.0 Renewals Res. 4.0 15 
Year ended June 30, 19138..... 10.4 Renewals Res. 4.6 15 
(“Established policy is to set aside 15 per cent for maintenance 
and renewals.”’) 
Terre Haute, Indianapolis & East- 
ern Traction Company : 


Year ended Dec. 31, 1913..... 18.0 18.0 
Union Traction Company of Indi- 
ana: 
Year ended Dec. 31, 1913..... 18.5 None 18.5 
Year ended Dec, 31, 1912..... L9e7 ae 
United Railways & Electric Com- 
pany: 
Year ended Dec. 31, 1913..... 9.8 5.9 15.7 
Year ended Dec. 31, 1912..... 9.8 4.4 14.2 
Washington Railway & Electric 
Company: 
Year ended Dec. 31, 1913..... Items not shown separately 16.3 


Year ended Dec. 31, 1912..... Items not shown separately 15.9 


sary when renewals of principal parts and replacement 
of units in service have been adequately taken care of 
through maintenance (operating expense) accounts. 

The plan of accounting for depreciation of railway 
property, as required by the Interstate Commerce Com- 
mission, is neither scientific nor practical in applica- 
tion and operation. A railway which cost $100,000,000 
to build and equip may own rolling stock which cost 
$10,000,000. Is it consistent to select one item of this 
great transportation machine, and write down its value 
month by month on a mere guess, while the remaining 
$90,000,000 of investment, much of it having enor- 
mously increased in value, is left undisturbed? Is ita 
good plan to inject so much of theory and estimate into 
the accounts of railways? 

There was a Conference on Valuation in Philadelphia 
Novy. 10 to 12, 1915, at which Milo R. Maltbie, member 
of the advisory board division of valuation, Interstate 
Commerce Commission, advocated the inclusion of ap- 
preciation of land values as an item of income, to be 
credited as such, on the same theory that depreciation 
is allowed as a charge to operating expenses (ELECTRIC 
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RAILWAY JOURNAL, Nov. 138, 1915). Yet the inclusion 
of appreciation of land values as current income, month 
by month, would be as impracticable and as hard to 
calculate as the wasting of property (depreciation of 
rolling stock) month by month. Why should either of 
them be included in the income account? Would it not 
be much more sensible to take care of such estimated 
fluctuations through the surplus account? 

If, for example, the book valuation of the various 
units making up a railway property has not been in- 
creased by the estimated appreciation in value of por- 
tions of the property, such as right of way, roadbed, 
terminals, etc., and a book surplus has accumulated, is 
it not permissible to say that this ability to accumulate 
a surplus through the operation of the property proves 
the value of the property as a transportation machine? 
The existence of a comparatively adequate surplus gen- 
erally warrants the assumption that replacement of 
worn-out physical property can be made as and when 
required by actual depreciation. A surplus may be built 
up as insurance against financial panic, disastrous floods 
and fires, and other exigencies as well as for assurance 
of the replacement of physical property at the termina- 
tion of useful life. It is not reasonable or fair to as- 
sume that a corporation has not provided for deprecia- 
tion merely because the balance sheet does not contain a 
separately-tagged depreciation—or replacement—re- 
serve account. Its real surplus may, as a matter of fact, 
be adequate to take care of many other contingencies 
besides the wasting of assets or so-called physical de- 
preciation. 

A careful examination and analysis of the balance 
sheet is more important and will be more fruitful of 
results than mere theorizing regarding the depreciation 
of a portion of the physical property. Arbitrary regula- 
tions of the income account should not in justice be sub- 
stituted for first-hand knowledge of property and earn- 
ing values. In order to avoid the monthly arbitrary 
changes in operating expenses and net earnings, which 
are unavoidable under the commission plan of account- 
ing, the surplus account should be used to reflect fluc- 
tuations in net worth when all the facts are known. If 
this were done, the use of the depreciation accounts re- 
quired of railways under the plan now compulsory would 
be almost wholly unnecessary. 


Supplement to the Trade Directory of 
South America 


The bureau of foreign and domestic commerce, De- 
partment of Commerce, through the co-operation of 
American consular officers, has completed a revision of 
the lists of importers and merchants located in Buenos 
Aires, Bahia Blanca and La Plata, Argentina. These 
lists form a supplement to the Trade Directory of 
South America, which was published in 1914 as a sec- 
tion of the new edition of the World Trade Directory. 
In publishing the Trade Directory of South America, 
the bureau of foreign and domestic commerce was — 
obliged to go to press without the list from Caracas, 
Venezuela. A revised directory for that city has been 
prepared by the American Consular Service, and. is 
presented in this supplement, together with a later list 
for La Guaira, Venezuela. The supplement contains 
thirty-seven pages, and is sold at 5 cents per copy to 
cover partially the cost of printing. Those desiring 
one or more copies of this supplement should make ap- 
plication to the Superintendent of Documents, Govern- 
ment Printing Office, Washington, D. C., or to the 
branch offices of the bureau of foreign and domestic 
commerce. Money order or check should be made pay- 
able to the Superintendent of Documents. 
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Railway Conditions in California’ 


Only One of Twenty-five Electric Lines Paid Dividend Last Year—Plight of the Carriers Is Described and 
; Causes Analyzed—How the Public Can Help to Better the Situation 


BY PAUL SHOUP, PRESIDENT PACIFIC ELECTRIC RAILWAY, LOS ANGELES, CAL. 


What is to be the future of the electric railways in 
California? Into these enterprises have been poured 
several hundreds of millions of dollars. The resulting 
railways have been, and are, great assets to the com- 
munities they serve. Yet according to the official state- 
ments of the operating revenue for each of the last three 
fiscal years of twenty-two electric railways of Califor- 
nia, the revenues are insufficient. Out of twenty-five 
roads, just one electric railway paid a dividend to its 
stockholders last year and that had no bonded debt. 


CONDITION OF PROPERTIES 


It may be said that while there are material reduc- 
tions in gross earnings of the roads during the three- 
year period and marked reductions in the net earnings, 
yet these are not such as to imperil the properties. This 
possibly would be true were it not for two facts. In the 
first place, three years ago the interurban roads as a 
whole, and a number of the city lines, were not earning 
their fixed charges. They could afford to lose but little. 
In the second place, practically all of the roads have, 
in the three-year period, had to invest large sums of 
money because of public requirements, such as in pav- 
ing and track reconstruction incident to paving, newer 
and much more expensive rolling stock, and many safety 
devices. 

The interurban electric railways of California are not 
now earning, and have not during any one of the three 
fiscal years ended June 30, 1915, earned interest and 
other fixed charges upon the investment—that is, the 
money actually put into the properties and properly 
chargeable under the Interstate Commerce Commission 
classification to capital account. In other words, they 
have not earned the actual interest upon all the debts 
they owe, represented by funded and floating debts, or 
upon the reproduction cost of the properties to-day, the 
rights-of-way and other real estate being valued, not 
at reproduction cost but at original cost. The city lines 
are not much better off. The same statement might be 
made with reference to them, but their final income 
accounts for the last year are not at hand, nor am I so 
familiar with these city properties as a whole. It can 
be stated with certainty, however, that they are not 
prosperous. In short, it may be said that more than 
two-thirds of the electric railway companies of Cali- 
fornia did not earn their fixed charges last year. This 
is a serious situation to every community that is served 
by electric roads, as well as to the employees, the owners 
and every community that would like to have electric 
railway service. 


CAUSES OF THE PRESENT SITUATION 


What are the causes of this condition? Some are un- 
controllable. Some are those that other lines of business 
have to meet. The first is the business depression. The 
companies face that cheerfully; it is a condition which 
will pass. The second is the development of the automo- 
bile and the extension of the good roads. Privately 
owned and operated machines form a new and perma- 
nent factor. They have made serious inroads upon 
earnings, but they present a condition that must be 


**Abstract of address delivered before Jovian HPlectric League at 


bs Los Angeles on Oct. 21. 


faced. Likewise no fight can be made upon the good 
roads. They are a great asset to California, and in the 
end the State will reap great benefit. 

Other causes, however, are open to criticism. For 
instance, notice paving expenses. With the advent of 
the automobile cutting into the revenue came the de- 
mand for better streets. People are not satisfied with 
the light paving as of old. Under the present Los 
Angeles city specifications, and this is simply to meet 
the demands of traffic, it costs at least $20,000 per double 
track-mile on an average just to pave the space occupied 
by the electric railways, and sometimes, depending on 
track centers, much more. There has been no such 
increase in earnings as to justify this increase in in- 
vestment. 

Tremendous investments are put in where there is no 
possibility of getting any considerable part of the cap- 
ital back before the expiration of the limited franchises. 
The Pacific Electric Railway is now paving a section of 
Santa Monica Boulevard in the city limits, a little more 
than 2 miles long, at a cost of $225,000, according to the 
work order estimate, or more than $100,000 a mile. The 
asphalt paving will cost approximately $70,000. With a 
franchise expiring in thirty years, and connecting fran- 
chises expiring in a much shorter time, and with oper- 
ating expenses and taxes, on the average, taking more 
than 70 per cent of the revenue, could it be proved that 
this investment .would be a desirable one, especially 
as the section involved is in the further limits of the 
5-cent fare territory and the rate per passenger is very 
low, probably not in excess of 1 cent? 

The public is demanding this kind of construction, 
not only in this city, but in every city in California, 
and because of a very natural demand for good streets. 
But the question is, with decrease in revenue through 
automobile competition, both private and publicly oper- 
ated, can the electric railways find the money to do this 
work? Is it right for them to risk other people’s money 
in such an investment? 

The second cause of present conditions is high taxes. 
The taxes paid by the electric roads have always been 
very heavy. If it takes two-thirds of the revenue to 
meet operating expenses it can readily be seen what 
a large proportion of the net earnings taxes are. Out 
of each $1 of revenue the railways now pay 514 cents to 
the State. This represents increases in the last few 
years as follows, in percentage: 


Percentage Increase Over 
Year to State Previous Year 
POTD ee ters te trader erie (abaitecal) aie aces alts sire oer ayen 4. per cent 17.8 per cent 
IT I ei Rea ORE ONCE UCC ECU CUT RERCRO. COO 434 per cent 26.2 per cent 
SO ILS eB ateeete cla enttaretened swat) Sibel s clunv elie 4%, per cent 3.9 per cent 
MSTA cat a yaslateg WoalaM Hoy shea! gpatacual cealene 5% per cent 12. (estimated) 


The Pacific Electric Railway last year paid on its 
operating properties $496,477 in taxes. Thus, of the 
money it had left after paying its operating expenses, 
more than 17 per cent went to taxes. Incidentally, it 
may be stated that this company did not earn its interest 
and fixed charges by $500,000. 

The third cause is the greatly increased expenses due 
to the very proper precautions the electric railways are 
taking in connection with the safety-first movement. 
This includes installation and operation of safety de- 
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vices, such as interlocking plants and signal systems, 
training schools and flagmen, and a higher standard in 
the operations all along the line. Wages on practically 
all of the interurban lines and upon a great many of 
the city lines have been increased in the last three years. 
No one has fault to find with these measures, but they 
involve expenses that must be met by increasing 
revenues. 

The fourth cause is the jitney and motor truck com- 
petition. This, of the causes that can be controlled by 
the public, is most important of all. If these carriers 
are to take over the electric railway business or any 
part thereof, they must take over likewise the obliga- 
tions and responsibilities of such carriers to the public. 
This is not true now. Jitneys in the cities are being 
regulated, but they have no such obligations yet as the 
electric lines have along the line of taxes, paving obliga- 
tions, and service and fare regulations. The interurban 
jitneys are practically not regulated except as they 
come in contact with city regulation. But these various 
lines, city and interurban, are taking enough of the 
narrow margin in earnings that the electric railways 
have to threaten their investments and threaten their 
efficiency as carriers. It is idle to prove that a jitney 
is not an economic possibility. It is here just the same. 


WHERE THE PUBLIC CAN HELP 


The difficulties that electric railways have to face in 
common with the public they will cheerfully face, but 
there are other directions where the public can help 
them and thereby help itself. If the situation is not 
changed, the electric railways cannot improve and ex- 
tend their properties. Service must be curtailed and the 
weakest branches abandoned. This is not a matter of 
theory. Lines have been abandoned already, for the 
stronger lines, with unregulated competition and heavier 
burdens, are no longer able to carry the-weak lines. 

There will have to be material reduction in other 
directions in service wherever reductions can be demon- 
strated as saving more money than is lost through such 
reductions. This means a cutting down of employees on 
cars, in shops, on tracks, and in new construction. Not 
only do the men suffer, but the business of the whole 
community suffers. 

Commutation rates have in many directions been 
made because it meant the settlement of the country and 
the creation of individual and round-trip traffic at higher 
rates. The head of the family would buy a monthly 
commutation ticket; the others would ride on higher- 
priced tickets. But if jitneys,, without making com- 
mutation rates, are to enjoy the higher-priced traffic, 
then there will have to be a readjustment of the lower 
rates. 

What, then, do electric railways expect? Let one’s 
own conclusions be drawn from the following state- 
ments: 

1. Electric railways in the State, in behalf of the 
people whom they serve, the people whom they employ, 
and those whose money they have invested, have a right 
to ask that competition of jitneys or motor trucks be 
asked to take on equal responsibility and obligations to 
the public. 

2. One electric road is not expected to parallel an- 
other, or to take another line’s passengers from its 
stations, but this is exactly what automobiles are doing 
in California. It is therefore very necessary in the 
interest of service alone to consider under what condi- 
tions this question of competition with the electric rail- 
ways by jitneys should be allowed. 

8. The electric railways have reached their limit 
under present conditions as to taxation. While earnings 
are being diminished taxes upon the gross income have 
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been increased. Every dollar diverted from an electric 
road to an automobile, freight or passenger, means a 
loss of 514 cents to the State, and ordinarily, if within 
the city, some loss to the city likewise. 

4. The electric roads will be unable to get money 
any longer to pave streets where poor earning lines 
exist. It is going to be a choice of abandonment under 
present conditions or modification with respect to 
paving expenses. Some cities are already realizing 
this, and where traffic is not heavy are permitting the 
use of less expensive pavement and not demanding that 
track be reconstructed. 

5. Electric railways are in a quandary as to the rate 
situation. The public, however, is generally realizing 
that the railways must have revenues if they are to live, 
and southern California has been showing in this direc- 
tion an intelligent appreciation of the conditions. It is 
probable that many rates will have to be increased. 

Electric railways can continue to give good service 
and to expand if the present difficulties can be overcome, 
and this with fairness to the public. They can be. This 
is not a pessimistic talk, but a statement of the situation 
which must be known and considered if the constructive 
optimism that has made the electric railways is to be 
upheld by the people who have been most benefited. The 
questions raised are not party or political questions at 
all, but they are questions to be answered by the think- 
ing public expressing its conclusions through govern- 
mental channels. 


1200 Versus 600-Volt Trolley Systems 


S. B. Fortenbaugh States Wherein the Merits of the 1200- 
Volt System Lie and Estimates Its Cost to Be 
from 10 to 20 Per Cent Less than the 
600-Volt System 


In a paper delivered at the recent White Springs 
meeting of the Public Utilities Association of West 
Virginia, mentioned in the issue of two weeks ago 
on page 1085, S. B. Fortenbaugh outlined the advan- 
tages of the 1200-volt system for interurban railways. 
He showed that there are no important compensating 
disadvantages. To illustrate his statements he gave 
the results of calculations for a 25-mile line with 5 miles 
additional in terminal cities, using 30-ton cars and 
making 20 m.p.h. schedule speed with one stop per 
mile between cities. Hourly service for eighteen hours 
per day was assumed. 

With 1200 volts one substation of 600-kw. capacity 
would be required in place of three of 300-kw. capacity 
each at 600 volts. The load factor would be 20.8 per 
cent and 13.8 per cent in the two cases respectively, 
and the efficiency 77 per cent and 70 per cent. The 
daily energy saving due to the use of the higher voltage 
was 350 kw.-hr., or 10.4 per cent of the total. t 

With direct generation of d.c. power at 1200 volts 
as compared with a.c. transmission the saving in power 
is about 33.5 per cent, made up as follows: Step-up 
transformer loss, 3 per cent; transmission line loss, 
2 per cent of remainder; “all-day” substation losses, 
30 per cent of remainder. On the basis of 2700 kw.-hr. 
per day delivered to the trolley wire, and 1 cent per 
kilowatt-hour energy cost the money value of the saving 
is $18.50 per day or $4,930 per year. With a.c. gen- 
eration and distribution the saving in cost of power 
is due to improved load factor. On the same basis this 
saving amounts to $3.50 per day or $1,280 per year. 

At $100 per month per substation for labor, main- 
tenance and miscellaneous expense the 1200-volt sys- 
tem saves $2,400 per year in substation expense. _ 

The total saving is, therefore, $4,930 per year for 
direct d.c. generation and $3,680 for a.c. generation. 
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Capitalized at 5 per cent these savings are equivalent 


to additional investments of $73,600 and $98,600 
_ respectively. 


4 Mr. Fortenbaugh claimed that the net saving in the 
initial cost of “electrification material,” i. e., cars, sub- 


_ Stations, transmission, trolley wire, feeders and bonding 


will vary between 10 per cent and 20 per cent in favor 
of 1200 volts. 


‘ Practically the same result is indicated 
by the consideration of fixed charges, including depre- 
ciation, interest, taxes and insurance. The cost of oper- 


ation also favors 1200 volts by from 10 to 15 per cent. 


Cost of Miscellaneous Shop Equipment 


In connection with the inventory recently filed by the 
Bay State Street Railway of Boston, Mass., with the 
Massachusetts Public Service Commission, as a basis 
for rate-making, a large number of data were submitted 
as to the cost of shop equipment. Representative items 


from the exhibits are given herewith, the cost installed 
being stated. 


REPRESENTATIVE SHOP HQUIPMENT Costs 
Item 


t 
Campello, Mass. Ais 

No. 0 Springfield car-wheel eri 
Mee ee ee ABS 
48-in. Niles-Bement-Pond hydraulic car-wheel press....... 1,335 


SIMIAN MOR SAO VORn mee hom cre or ae oe ee 51 
45-in. Putnam car-wheel boring machine 


A PSWRCCL DOPING MACHING .). ase g sess ule esis es 1,213 
20-in. x 14-in. Bridgewater single-end axle lathe........... 1,145 
MOMMA AON SON aNOVG Ns or kn lt acer e sek os Mth cs ang 
No. 14.5 Becker-Brainard vertical milling machine........ 918 
20-in. x 12-in. Reed serew-eutting Lathe... s + vaicine c euchae ses 836 
16-in, x 8-ft. Putnam s 466 
687 
666 
312 
290 
270 
146 
174 
137 
66 
58 
36 
22 
28 
22 
140 
441 
24 
61 
45 
298 
31 
835 
308 
99 
15 
207 
162 
160 
. . . . 144 
40-in. x 45-in. American Universal saw table.............. 138 
GUIS PVA LEC™ DAN aS arare ki saraiets hie il dae ace, u Ge. biet aeeicer eel ci sieves doa 134 
38-in. x 50-in. American saw table...............00cc0eee 93 
IMGs SOLGAMOLAL PUBMACO 27s ieiuhesiiei'etare secs tocrore wlatalanarotae ental 50 
2-in. pipe-bending machine.................55 127 
44-in, x 34-in. Fairbanks standard portable scale 69 
15-in. Hendy pillar shaper....... hepeueeais Westkurec Meu Mate crs veee 230 
d4-in' x 4-ft. Garvin. speed: lathe... of. onset cet cca cease es 45 
MEO US SVAN PY AIA COENEN: iv eienale cece tatlevod_e. 0) oanateca aye avetatabale a aceueces 37 
4-in. x 6-in. Deane vertical triplex pump.................. 238 
iohp. vertical fire-tube: bowuers( 00 jaca ww els weds see eee 192 
Torrey Street Carhouse, Brockton 
art COTmCI MEAL TINTS cn rea) + Atala, canvas scan cvilewtin sv, Sn aie 'a ate 39 
Type H-6 National air compressor.. 451 
No. 660 Buffalo portable forge..... 41 
24-in. Columbia portable air pit tabl 153 
North Abington Carhouse 
35-in. x 36-in. Sturtevant blacksmith’s forge.............. 25 
Fall River Shops 
20-in. x 10-ft. Lodge-Davis screw-cutting engine lathe..... 697 
12-in, x 4-ft. Dexter screw-cutting engine lathe............ 227 
24-in. x 24-in. x 6-ft. Flather single-head planer........... 566 
INGUbOMWiley=Russell: bolt cutter... 2.02) Vins cierc oo cle eeentaeiere « 256 
e2-in ENRentIsSS Upright Grill Press... cars. we cee ews ee wee 160 
etn.) oie SNAIL COO! SEITEN 0... eielyate ase Waly preva even wale 55 
ERG Chat Mi COMO COR wifirees i ieemera ce de catichistion sie ca keteiie) nh onvireus tenebelns 157 
Size B Fairbanks belt-driven hammer.................... 322 
21-in.. hand-operated armature PYESS.. 1.2.02. cece ese reeces 103 
Teqehava bhaVenen cate Zo) aba \cle SIUC SEERA Bsa it HOEONE ON Chia CRP NCy On ICN bacon 15 
1.5-ton hand-operated traveling crane.........+eeeeeeeees 163 


Wheeler & Wilson sewing machine.........-..2.eeeeeeeee 16 
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Item : Cost 
Whittenton Shop 
41-in. x 49-in. White variety molder.......... esti ettheta.snkvere 1 
36-in. Collins & Greenwood bandsaw.........+++eeeeeeeees ; 105 
dasins Baxter Wood joimter s 220s ss ci\s sans sie clove sjoleielsicie loa 134 
20-in. ‘Snyder upright drill press. «ose < se leo uieeeieeleet alae 66 
INO 2r Butta lo tla Uginom- SOs fa mene isan settee ee came macs 41 
No, 5-A Fox universal wood trimmer............0..e0000+ 29 
Taunton Carhouse 
42-in. Superior, upright drill press. iis... cisises sete oe es 118 
29-in. x 30-in. Champion blacksmith’s forge..............- 1 
7.5-in. x 4.5-in. x 10-in. Blake duplex steam pump......... 194 
S0=ini cx 4-in.  POWwer-PrIMGStONGs telerelcels aetere|Meleeists sit @ eee 33 
Washington Avenue Shops, Chelsea 

No. 6 Becker-Brainard vertical milling machine........... 1,358 
No. 3 Hendy universal milling machine.............-+-+++ 1,125 
Aden GIShOlt CuUrnet: Lathe avstiave-c see seeie testateran a Bite ee hetaneote 590 
22-in. x 22-in. x 6-ft. Flather single-head planer........... 512 
36-in. Drises standard radial Grill............00- eee ce eee 685 
Zanihony Ger Upright: drillo press, .\ 0. saciawie de,sin voles elena ele 190 
Combination drill and surface grinder..................5. 146 
LA OK ML ye ail POOLE PIA GOR saya ainie ters cia oclelntelavstalspriaae «tt ettielebens 60 
36-in. Passburg vacuum drying and impregnating equipment 2,801 
26-in. x 12-ft. Blaisdell screw-cutting engine lathe......... 926 
Ai Py eh OEE. OES EAC PA CIE a. 5 alata ilar eiai's) ce. wd ooo bllagnte web. lo aimme andes 697 
PGMs LORE. VOM BAILS VEAL ING 990 arrigias <:'s S uuaiulea eijaug? bwin with a fol aisle 630 
18-in. x 8-ft. Huntoon screw-cutting engine lathe.......... 319 
DA Hiiteks Omit OMIM) LUNE aieyaioraror saya dcerarececsiens lal suetete ie, sicierareteunnie 237 
75-ton Watson-Stillman vertical hydraulic armature clamp- 

BEES CDUONS aint shurpna ots ists Detain ie! ig slinbalayeiera laren 5 Rar aiats 623 
20-in. Superior upright drill press............... ret Ae 109 
12-in. sensitive high-speed drill press...........+-.-00- ore 39 
Ridlon armature banding machine...........202secereene 270 
ATMAavUre: LEMOVINE, CPAGIES si). ic)5 esis eve © oc civ. oils wie sialeiene eis peie ¢ 80 
Wiaire-néta pine Wa CHING) c5pctei cere a siete 6 6.0 aide ete. ele) ale) sreleieleiers 52 
26-1, Niagara foot-power SEATS sis c:0c 5 ors/e c's eelele win sess wise 17 
Pield Coil Winding: MACHINE. evs oe Slee wee ec ee seas ees 183 
Armature coil winding machine.........-c2eeeesserereres 183 
Armature coil taping MACHINE... cee ct eee eens 65 
7.5-ton pneumatic PreSS ........ +e eee eee eee te tee eee tees 121 
48-in. 300-ton, Niles-Bement-Pond motor-driven car-wheel a ie. 

QOS bol oh ss cnave aerate cetes Moaeotins alieyicuaiieliat nicer eifeel efile 'a\ si er'aie/ a] Wallel eat sjezele tale : 
86-in. Putnam car-wheel boring machine..........0++2eeee 1,035 

Mound ation, fOr ADOVE sr: ss cise das eo wislere) aie)el oiwia'eloyeys o\'si ern este 
10-in. x l-in. Union tool grinder. «2.082... cee ee eee eee 60 
16-in. Flather crank SHADE? .)6 6. ce rc eee ene cee este eee 230 
1.5-in, Wells single bolt cutter. .........se eee eee e eee rene 255 
46-in. Blaisdell heavy upright drill press.........---++++++ 432 
4-in. geared power ShearS......-.- eee e eect e teeter eee 75 
11-in. x 24-in. Wood dimension planer.........0.e2eeeeees 545 
Universal wood worker .....--+es2se eect sere eee ereeee 170 
Double spindle wood shaping machine.....-.-+++-+++s+++5 170 
Smith reciprocating vertical mortiser and DORET uate. si sens 160 
SG=1ne PANG SAW. sysieisteis winlers.s + Bee oops srevajayesabelate Soe ceauevertp pols. & 155 
36-in. x 37.5-in. double revolving universal saw bench...... 137 
8-ft. Type B Oliver swing cut-off SAW... .++ eee esse etree es 106 
42-in. x 60-in. double arbor combination saw table........- 93 
42-in, Niles-Bement-Pond motor-driven car-wheel lathe.... 8,158 

Foundation for above...-.-++++++++++++ rth 
500-lb. Beaudry Dee aren hammer Seieies ay 

arrington hair Comber... . 6. esse eee eee eee eee he 
ein, : 2.75-in. x 4-in. Worthington duplex feed pump..... es 
No. 1 Champion blower sacle decrciccses arse cere reese ne 
Singer power sewing machine. wees cee cee e se eeneeereeesees oe 
Randall leather creasing machine....--.+-+++++serereeeee 45 
No. 6 hand-operated wood trimmer. ....--.+++eseseeerreee are 


4-ton Yale & Towne electric hoist......--.+-+seeeseseereee 


The above costs are those obtaining in particular 
cases and extend through a considerable period, the lat- 
est installation listed being as of Nov. 1, 1914. The 
costs are not necessarily current prices, but are of value 
as showing the actual money outlay required for the 
tools specified. 


Petrol-Electric Car for New Zealand 
State Railways 


The New Zealand Government is preparing to handle 
the suburban passenger traffic on the State Railways in 
this Dominion in a more economical and satisfactory 
way than by the usual steam operation, and with this 
end in view has ordered a 200-hp. petrol-electric car 
from the Thomas Transmission Company, an English 
firm. Elasticity in power output is obtained by using 
the motor to generate electricity which is then employed 
through an electric motor. At low speeds the electrical 
machines are used, but when the car has reached a 
speed in which the motors can be run at economical 
speed geared directly to the wheels a direct mechanical 
drive comes automatically into operation, the more com- 
plicated electro-mechanical drive being automatically 
cut out. During trials in Birmingham, England, the 
engine hauled loads of 120 tons and 200 tons. It is de- 
signed for a speed of 40 m.p.h. on the level and will be 
capable of pulling a trailer. 
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COMMUNICATION 
The Single-Phase Repulsion Motor 


GENERAL ELECTRIC COMPANY 
SCHENECTADY, N. Y., Dec. 3, 1915. 
To the Editors: 
I have read with great interest the article in the issue 
of the ELECTRIC RAILWAY JOURNAL for Nov. 18 and the 


editorial in that for Nov. 20 commenting on the single-, 


phase equipment of the Philadelphia-Paoli electrifica- 
tion. In these articles are pointed out the advantages 
of using the repulsion starting, single-phase motor 
which is operated at full speed in a double-fed connec- 
tion, which has otherwise been called the series repul- 
sion connection. 

This development is of no less interest to the writer 
because the system used is very familiar, and for the 
readers of the ELECTRIC RAILWAY JOURNAL who may 
have forgotten I should like to call attention to an 
article in your issue for Oct. 11, 1913, page 677, where 
there is a description of a General Electric single-phase 
motor equipment which at that time had already been 
for several years in successful operation on the New 
Haven road. A large single-phase locomotive which is 
now in operation on the New Haven road is also de- 
scribed. In this article the diagram of connections 
for these equipments shows the method of operation in 
starting as repulsion motor and operating as series 
repulsion or double-fed motor, and the experience with 
these equipments has fully borne out the predictions. of 
the writer before the American Institute of Electrical 
Engineers in January, 1908, announcing the first rail- 
way equipment of this kind. 

E. F. W. ALEXANDERSON. 


Bad Advice to Women 


Prominent Women’s Journal Criticised for Discouraging 
Direct Settlements and the Giving of Testimony 
in Accident Cases 


In its issue of November the Ladies’ Home Journal 
published the following editorial: 


The law is a maze to most women. But every-day law touches 
nearly all women at some time, and it is wise for them to bear 
these very simple law points in mind: 

First: If you are injured in any accident—automobile, trolley, 
railroad or what not—never settle a claim for damages with the 
person who has injured you. Refer the person or company to 
your lawyer, but don’t settle it yourself no matter how much 
money is offered you. 

Second: If you see an accident, and a conductor or a bystander 
asks you for your name and address as a witness, remember you 
don’t have to give them to him. He has no right to ask them of 
you: it is your privilege to refuse. If you give your name and 
address you must be prepared, in case of a suit, to be summoned 
into court as a witness. 

Third: If you discharge a servant and she demands a week’s 
or a month’s wages, it is your privilege to give them to her, but 
there is no right on her side. The law is that where a servant is 
discharged for cause, he or she is only entitled to the wages due 
up to the time of discharge. 

Fourth: Never buy real estate until the property or the deed has 
been carefully looked over by a lawyer or a trust company. 

Fifth: Never sign a legal document of any sort until a lawyer 
has looked it over. 


The first two recommendations in this editorial have 
naturally created a great deal of unfavorable comment 
among claim agents and those actively engaged in the 
class of work involved in the editorial. Among others 
to whom the advice seemed most pernicious is C. J. 
Franklin, formerly general superintendent Portland 
Railway, Light & Power Company and now a consulting 
engineer in Portland, Ore. Mr. Franklin has written a 
letter on the subject to the editor of the Ladies’ Home 
Journal. Among other things he says: 

“T am sure that it was with no intent to hamper in- 
dustry or injure any class of people that you gave the 
advice contained in the first and second recommenda- 
tions in the editorial. I, therefore, attribute these rec- 
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ommendations to unreliable or insufficient information | 


upon the subject. 

“I take it that where you say in your first recom- 
mendation: ‘Never settle a claim for damages with the 
person who has injured you,’ that you refer not only to 
the person in charge of operating the vehicle at the 
time but also to the claim agent, official or other author- 
ized representative of the company. Your recommenda- 
tion is very clear in referring the injured person to a 
lawyer before taking any action. 

“Experience has shown that this theory does not work 
out well in practice. Advice of this character might be 
all right for those who are in the higher circles of so- 
ciety and finance, who wish to avoid the detail connected 
with a claim for an injury and who have representative 
attorneys to handle their legal affairs on a guaranteed 
fee. But for the great majority of people who have 
never had occasion to consult an attorney, and do not 
know whom to consult, the services of the high-class at- 
torney, previously mentioned, is not only beyond their 
means but this class of litigation on a contingent basis 
is not attractive to them. The consequence is that, as 
a rule, they fall into the hands of one of two classes of 
attorneys. 

“The first of these is those attorneys who are per- 
fectly reliable but not prosperous or financially able to 
take a case where the fee is not guaranteed. They there- 
fore follow a contingent plan, charging as high as 60 
per cent of the amount recovered, an amount entirely 
out of proportion to the services rendered, and suit is 
instituted for an amount which is wholly inconsistent — 
with the damage sustained by the client. : 

“The second class of attorney is unscrupulous. He 
makes a business of handling this class of work and 
also charges on a contingent basis. He will distort and 
even go so far as to manufacture evidence in order to 
further his end. 

“In either case, should the injured person recover 
damages the amount that he or she receives, after all 
expenses have been paid and the contingent fee of the 
attorney deducted, is almost always less than the com- 
pany through its agents have offered the injured per- 
son, to say nothing of the trouble, publicity, anguish and 
loss of peace of mind sustained by reason of a law suit. - 
It is a case of ‘if you win you lose.’ 

“Your second recommendation tends to discourage 
witnesses from giving their names and is unfair and 
unjust to all concerned. Under the law all are entitled | 
to a fair trial which is based upon the testimony of 
those who are in a position to know the facts, and 
surely, this includes eye witnesses to an accident. 
Would it not be just as unfair to the injured person 
whose friend was trying to secure the names of eye 
witnesses to an accident in order to ascertain the facts ~ 
as it would be to the railroad company whose repre- 
sentative is trying to do the same thing for its protec- 
tion? 

“Little is known by the average citizen of the trials, 
tribulations, impositions, ambulance chasers and fake 
accident claims with which public utilities have to con- 
tend, and it is for their protection, not to escape from 
liability, that reasonable instructions are given to em- 
ployees what to do in case of accidents and how to pre- 
vent them. 

“The claim agent of a public utility is instructed 
never to evade liability and to use every effort to settle a 
case before resorting to the law. The consequence is 
that the cases which find their way to the courts may 
be divided into three classes: First, where there is no 
liability on the part of the utility; second, where there 
is liability and the claim for damages is out of propor- 
tion to the injury, and, third, fake cases. The latter in- 
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' clude the cases of those who follow the occupation of 
getting injured in order to collect damages, manufac- 
ture their own testimony and supply their own witnesses 
at trial. 

“T think that I am well within the bounds when I say 
that if your instructions were followed throughout this 
country, the public utilities engaged in transportation 
services would be in the hands of receivers, on account 
of increased claims for damages, in a very short time.” 


Successful Tests on the St. Paul 


A number of actual speed and tonnage tests were 
made on the completed section of the electrified moun- 
tain divisions of the Chicago, Milwaukee & St. Paul 
Railway on Dec. 8. The passenger train tests were 
made by one of the new 260-ton locomotives drawing 
three special cars and running at various speeds up to 
70 m.p.h., and the tonnage tests with the freight loco- 
motives included pulling 2500 tons at a uniform speed 
over various grades at 16 m.p.h. 

The railway officials witnessing the tests included A. 
J. Earling, president of the St. Paul Railway; H. B. 
Earling, vice-president; H. R. Williams, vice-president; 
C. A. Goodnow, assistant to the president; Percy Rocke- 
feller, nephew of John D. Rockefeller; John D. Ryan, 
_ the copper magnate; A. J. Pettit, Charles W. Harkness 
and Donald Gedkes, all members of the directorate. A. 
H. Armstrong and other General Electric officials were 
also present. At the conclusion of the tests President 
Earling and the other officials declared them a complete 
success. The regenerative braking tests made recently, 
as described on page 1037 of the issue of this paper for 
Nov. 20, were repeated and proved under actual tests to 
be completely satisfactory. In fact, it is reported that 
the economy of this system was made very apparent to 
_ practical railroad men in the party, who saw the use of 
air brakes made unnecessary except at station stops and 
in emergencies, an enormous saving resulting in reduced 
wear and tear on track equipment and the elimination 
of constant grinding of brakeshoes on the wheels. 

It is anticipated that the all-steel continental trains 
of this company will be operated electrically over the 
_ continental divide shortly after the first of the year. 


Rochester Jitneys Operate Despite 
Thompson Law 


In Rochester, N. Y., a rather unusual situation has 
arisen in connection with the Thompson bill, passed by 
the New York State Legislature for the purpose of 
regulating jitney buses. This law makes it necessary 
for all persons and corporations owning and operating 
stage routes, bus lines, or motor vehicles carrying pas- 
sengers for a fare of 15 cents or less upon any public 
_ thoroughfare in any city of the State except the city 
of New York, to procure, first, the consent of the local 
authorities and, next, a certificate of convenience from 
the Public Service Commission. 

-The law went into effect during May of the present 
year. At that time a number of jitney buses had been 
granted licenses by the city of Rochester, and subsequent 
. to this the jitney operators made no attempt to secure 
- permission from the Public Service Commission for the 
continuance of their operation. At the present time, 
therefore, the Rochester jitney buses are operating in 
direct defiance of the terms of the law, at least in so far 
as regards the requirement for a certificate of public 
necessity and convenience from the commission. 
This situation may be explained through an opinion 
j which was drafted by the assistant corporation counsel 
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for the city of Rochester, in which it was held that the 
licenses which had been issued by the city gave the 
jitneys a legal right to operate there until the expiration 
of the licenses, or Jan. 1, 1916. This opinion was based 
on the alleged failure of the Thompson bill to provide 
any retroactive clause, as it was maintained that noth- 
ing appeared in the statutes to indicate that the law 
had a retroactive effect or was intended to invalidate 
acts done under laws in existence previous to its enact- 
ment. No doubt was expressed that the licenses granted 
by the city were revocable, but it was held that while 
these licenses were in force they gave the holder the 
right to operate in the streets. As a result of this 
opinion, the city did nothing more to enforce the law 
than to stop issuing licenses to jitney buses subsequent 
to the month of May, as indicated in the accompanying 
graphic record of the jitney movement in Rochester. 
These licenses had been issued to the jitney buses on 
the same basis that the city issued hack licenses, the 
license fee being $1 and covering the period of one year. 


800 


Number of Jitneys Licensed 


700 


Street Cars in Operation 
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GRAPHIC RECORD OF THE JITNEY MOVEMENT IN ROCHESTER 


Certain police regulations were established for the 
license holders, but owing to the great difficulty of en- 
forcement these have had very little effect, especially 
in regard to compelling the jitney buses to maintain 
fixed schedules and routes, and to stop only at authorized 
points along the streets. 

Notwithstanding this practical absence of regulation, 
the number of jitney buses has decreased with extraor- 
dinary rapidity. The records covering the number of 
jitneys in operation were commenced late in the month 
of May, the number at that time being close to 500. 
At the present time only 120 jitneys are in service, the 
reduction being at a practically constant rate. Prior to 
the time that the records were instituted the number 
was estimated to have reached a maximum of 800, and 
in view of the rapid decrease it is probable that the 
movement will die out of its own accord even though 
the Thompson bill has been rendered ineffective. 

At present the city’s plan is to increase the license 
fee, after Jan. 1, to $50 per year, for any jitney buses 
that can secure the right to operate from the Public 
Service Commission. In connection with the matter of 
licenses for the ensuing year, the jitney bus operators 
recently appeared before the City Council for the pur- 
pose of getting the fee established at as low a figure as 
possible. At the same time the data contained in the 
accompanying illustration were submitted before the 
Council by the railway company, the record of the num- 
ber of cars in operation being submitted to show that 
the street railway company had not been able to decrease 
its service notwithstanding the jitney’s spasmodic in- 
roads into its gross receipts. 
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American Association News 


Tentative Programs for Denver Company Section Meeting Announced—The Connecticut Company Forms 
Section with 150 Members—Meeting of the Chicago Section—Manufacturers’ Association Notes 


PROGRAMS OF COMING MEETINGS OF DENVER 
SECTION 


A tentative program has been made for coming meet- 
ings of the Denver Tramway Company Section as fol- 
lows: 

December meeting: F. W. Hild, general manager of 
the company, will speak on scientific management or an 
allied subject, the title to be announced shortly. 

January meeting: H. C. Fligg, in charge of the coast- 
ing department, will speak on “Schedules, Skip-stop and 
Express Service.” 

February meeting: A member of the Colorado State 
Public Utilities Commission will address the section on 
a subject to be announced. 


FIRST YANKEE COMPANY SECTION FORMED 


At an enthusiastic dinner gathering held in the Garde 
Hotel, New Haven, Conn., on Tuesday evening, Dec. 7, 
1915, a company section of the association was formed 
by 150 employees of the Connecticut Company. The 
list of speakers included Martin Schreiber, Newark, 
N. J., chairman of the committee on company sections 
and individual membership; C. C. Peirce, Boston, Mass., 
vice-president of the Manufacturers’ Association; E. B. 
Burritt and H. C. Clark, New York, N. Y., respectively 
secretary of the association and editor of its magazine, 
and L. S. Storrs and J. K. Punderford, New Haven, 
Conn., respectively president and general manager of 
the company. A. C. Flickinger presided at the dinner. 

Mr. Burritt told of the work of the association as it 
relates to the company section movement. Mr. Schreiber 
enlarged on the benefits of the company section 
to all concerned, basing his statements partly upon 
his experience in the Public Service section. Mr. Peirce 
gave reminiscences of the early days of the companies 
which later united to form the Connecticut Company, 
with which he had been personally familiar. Mr. Clark 
told of the relation of Aera to the sections. Messrs. 
Storrs and Punderford indorsed the movement in their 
official capacities and extended their best wishes. 

The section is the outgrowth of a bowling club which 
recognized the advantages of organization. A commit- 
tee, comprising Harold Bates, assistant engineer, as 
chairman, and I. A. May, comptroller, made a special 
study of the matter, visiting the section in Newark to 
examine at first hand the results of the work. Their 
report was so favorable that the plan went through with 
a rush. Details of the organization will be given in a 
later issue. 


CHICAGO ELEVATED SECTION 


Reports from the specially-favored members of the 
Chicago Elevated Railroad section made up the prin- 
cipal part of the program of the meeting held Dec. 1. 
One hundred and ten members and guests were in at- 
tendance, and President Johnson presided. Secretary 
Smith’s report showed that thirty-five new members 
had been added to the section, making 156 in all. He 
also read a letter from Charles L. Henry, president of 
the American Electric Railway Association, in which 
Mr. Henry expressed assurance of his support and co- 
operation. C. E. Shaw, division foreman of signals and 
interlocking, and A. H. Daus, assistant master me- 


chanic, the delegates of the section to the San Francisco 
convention, reported concerning their trip. Mr. Daus 
illustrated his talk with a number of photographs which 
he had taken en route and mounted on lantern slides. 
J. A. Jarvis, division superintendent and one of three 
employees who were sent by the company to the military 


training camp at Fort Sheridan, IIl., told of his experi- | 


ences there. 


NOTES ON THE MANUFACTURERS’ 
ASSOCIATION 


The membership in the Manufacturers’ Association, 
although somewhat less than last year, compares very 
favorably with that during other years when the con- 
vention has been held at points other than Atlantic City. 
At the meeting of the executive committee on Nov. 12, 
Secretary McConnaughy reported that the total mem- 
bership at that time was 299, as compared with 359 in 
1912 when the convention was held in Chicago, with 
274 in 1909 when it was held in Denver, and with 274 
in 1906 when it was held in Columbus. At the same 
meeting Mr. Finigan, who was vice-president in charge 
of entertainment at the San Francisco convention, stated 
that the actual expenses for carrying out the entertain- 
ment program were $1,725. The treasurer presented a 
financial report showing a balance in the bank on Nov. 
12 of $8,904, and a dinner committee to take charge of 
the arrangements for the banquet at the time of the 
mid-year meeting in Chicago was appointed. This com- 
mittee consists of Charles C. Peirce, L. E. Gould, Miles 
B. Lambert and E. F. Wickwire. 


Annual Meeting of A. S. M. E. 


The winter meeting of the American Society of 
Mechanical Engineers was held in New York from Dec. 
7 to 10, with a registered attendance of 1210. An an- 
nouncement of this meeting with a list of some of the 
papers of electric railway interest appeared in last 
week’s issue of the ELECTRIC RAILWAY JOURNAL, page 
1140. Abstracts of several of the papers will be printed 
in a later issue. 

Among the features of this meeting, aside from the 
discussion of engineering topics, was a stirring address 
by the retiring president, Dr. John A. Brashear, a me- 
morial meeting to the late Dr. Frederick W. Taylor, the - 
father of scientific shop management, conferences of 
delegates from the society’s fourteen local sections 
throughout the country, excursions to various points of 
engineering interest, and special social functions. 

The officers elected for the coming year are as follows: 
President, Dr. D. S. Jacobus, Hoboken, N. J.; vice- 
presidents, George W. Dickie, San Francisco, Cal.; 
Henry Hess, Philadelphia, Pa.; James E. Sague, Pough- 
keepsie, N. Y.; W. B. Jackson, Chicago, Ill.; J. Sellers 
Bancroft, Philadelphia, Pa., and Julian Kennedy, Pitts- 
burgh, Pa.; managers, A. M. Greene, Jr., Troy, N. Y.; 
John Hunter, St. Louis, Mo.; Elliott H. Whitlock, Cleve- 
land, Ohio; Charles T. Main, Boston, Mass.; Spencer 
Miller, New York, N. Y.; Max Toltz, St. Paul, Minn.; 
John H. Barr, New York, N. Y.; J. A. Stevens, Lowell, 
Mass., and H. De B. Parsons, New York, N. Y.; treas- 
urer, William H. Wiley, New York, N. Y.; secretary, 
Calvin W. Rice, New York, N. Y. 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 


| 
| Practices in Every Department of Electric Railroading 
| 


| 
(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


Rail Bond Testing—II—Determining and 
Interpreting Bond Resistance 


BY H. H. FEBREY, ENGINEER AMERICAN STEEL & WIRE 
COMPANY, FORMERLY ASSISTANT ENGINEER PENN- 
SYLVANIA TUNNEL & TERMINAL RAILWAY 


In the issue of the ELECTRIC RAILWAY JOURNAL for 
Dec. 4, page 1130, the writer outlined the principal 
means used for testing bond resistance. This second 
and concluding article is taken up with the practical 
application of the data derived from tests in the field 
and in the laboratory. 

The true resistance of rail bonds, including contact 
resistance, has been carefully determined, and sufficient 
data: are available for determining the resistance of 
almost any bond. Table I is convenient for determining 
the ohmic resistance of bonds of several sizes. The 
contact resistances are included. 

In Table I the third column shows the resistances 

of complete joints made with 10-in. bonds, the fourth 
column giving the approximate resistance of the joints 
in a mile of rail. The last two columns are added for 


: convenience in determining the resistances of single 
joints and of joints per mile of rail with other than 
The fifth column gives the resistance per 


-10-in. bonds. 


Taste I—Resistance or Bonpep Joints ar 68 Duc. F.* 
Resistance of Total 


joint bonded resistance Resistance Total 
Size of | Diameter of with 10-in. o! per inch of resistance 
bond stud terminal, formed-stud joints bonded duplex par. of 170 in. 
in, terminal with 10-in. bond of bond 

bond, ohm bonds, ohm conductors conductors 

0 % 0.00008271 0.0140607 0.00000792 0.001346 

00 % 0.00006957 0.0118269 0.000006435 001094 

000 4% 0.00005343 0.0090831 0.00000518 0.000881 

000 KR 0.00004553 0.0077401 0.00000410 0.000697 

300, a 1 0.00003443 0.0058531 0.00000292 0.000496 
cire. mi 

500,000 1 0.00002200 0.0037400 0.000001782 0.000309 


circ, mil 


*This and the following tables are reproduced by permission, 
from the A. S. & W. Co, Catalog No. 3. 


inch of bond. Obviously the resistance of a joint with 
a longer or shorter bond is as much greater or less 
than that of one with a 10-in. bond by the product of the 
difference in bond length in inches and the resistance 
per inch. The last column is the corresponding differ- 
ence per mile of rail. The contact resistances are for 
9/16-in. rail webs, but for all practical purposes in test- 
ing this is sufficiently close. 


Taste II—Acrvan Contact Resistance or Stup Terminats Unper A Contact Pres3uru 
oF 15 Tons Per Square IncH 


Diameter of terminal stud,inch Area of contact, square inches Contact resistance, ohm 
ie 0.00000040 


77 
% 1.55 0.00000045 
A 1.33 0.00000053 
% 1.10 0.00000064 
¥% 0.88 0.00000080 
Two twin-terminal studs 2.00 0.00000035 


I ere 


19% 20 Zin 22 PON 


fo) a abies IS eee els 
Equivalent Resistance, Feet of 56-Ib. to !20-Ib. Rails. 


BOND RESISTANCE—FIG. 1—CHART FOR DETERMINING LENGTH OF RAIL EQUIVALENT TO A COPPER BOND 
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Tasie I1J—Arna or Copper, 1 Crecunar Muss, EquivaLent To Ramway STEEL 
1n ConDUCTANCE 


ACTUAL AREA 


Weight of rail, : : Copper Equivalent, 
pound per yard Square inches Circular mils Circular mils* 
50 4.90 6,238,800 519,900 
60 5.88 7,486,600 623,883 
70 6.86 8,734,400 727,866 
80 7.84 9,982,100 831,841 
90 8.82 11,229,900 935,825 
100 9.80 12,477,700 1,039,812 
110 10.78 13,725,400 1,143,783 
11 14,973,200 1,247,766 


120 ‘ 76 
i *Based on a conductivity ratio of 12:1. 


Tasty [V—Resistance or Continuous Srezy Rams av 68 Dze. F. (No Jorts) 
RESISTANCE, OHM* 


Weight of rail, pound per yard 


Per 1000 feet Per mile 

50 0.019925 0.105204 

60 0.016606 0.087680 

70 0.014233 0.075152 

80 0.012454 0.065757 

90 0.011070 0.058449 

100 0.009963 0.052604 
110 0.009057 0.047821 
0.008303 0.043839 


120 
*Based on a conductivity ratio of copper to steel of 12:1. 


In Table II are given the contact resistances of ter- 
minals of various diameters under a contact pressure 
of 15 tons per square inch, together with the contact 
areas in 9/16-in. rail webs. The figures are for single 
terminals. Table III shows the areas of copper in cir- 
cular mils equivalent in conductivity to railway steel. 
Table IV contains the resistance in ohms of continuous 
steel rails. 

The diagram given in Fig. 1 will be found convenient 
in determining quickly the length of rail of several 
sizes equivalent to given lengths of bonds of several 
sizes. To use the chart, begin at the lower left-hand 
corner and follow the vertical line corresponding to the 
length of bond selected until this line intersects the 
diagonal line corresponding to the selected cross-section 
of bond. Then follow a horizontal line from this inter- 
section to the right to its intersection with the diagonal 
line corresponding with the selected size of rail. Directly 
below this intersection, on the right-hand horizontal 
scale, is the length of rail having the same resistance 
as the selected bond. For convenience in reading the 
lengths of 100-lb. rail corresponding to the several 
bonds the vertical scale has been shown in this diagram. 

Owing to the variation in the lengths of rail bonds 
it is seldom that the resistances found from tests are 
exactly as derived from the tables and charts. The bond 
terminal contacts may be anywhere from 3% in. to 4 ft. 
or more apart, whereas the tester contacts are com- 
monly at a fixed distance apart. In the comparative 
methods it is essential that the center tester contact 
be outside of the bond terminals. It is obvious that 
there is a division of the current at the bond terminals, 
a small part of it flowing through the splice bars and the 
remainder through the bonds. The uncut rail between 
the bond terminal and the rail end will contain a smaller 
current than that outside of the bond terminals and 
should never be used for comparison, unless correction 
is made for this. It will eliminate the necessity for 
corrections if the tester contacts are arranged to coin- 
cide with or exceed the spacing of the bond terminals 
and to consider the results of the test on the basis of 
so many feet of joint. 

The diagrams given in Fig. 2 illustrate how to obtain 
the proper resistance of the bonded joints as tested. 
The distance Y is commonly taken as 3 ft. This is con- 
venient for roads where both long and short bonds are 
used. It is apparent that 3 ft. of joint has different 
resistances in the figures. The capacity of the bond, 
number of bonds, and length and distance between bond 
terminals must be taken into account. As a general rule 
no consideration is given to the splice bars as parallel- 
ing the bond as far as resistance is concerned. The 
resistance of their contact with the rails is generally 
very high. 


ELECTRIC RAILWAY JOURNAL 


[VoL. XLVI, -No. 24 


The efficiency of installed rail bonds cannot be clearly 
defined on account of the joint conditions, which pre- | 
clude a relative consideration of the perfectly bonded 
joint. The splice bars undoubtedly reduce the joint re- | 
sistance to some extent, sometimes by a very appre-_ 
ciable amount but more often by a negligible amount. | 
Furthermore the bond conductors may be broken, | 
thereby reducing the capacity, and the solid rail to | 
which the joint is compared may be worn to reduced 
section, or the rail may be of different ratio of resist-_ 
ance to copper than the mean value of 12 to 1. 

The contact resistance is a very small quantity when | 
the installation is perfect, and a newly applied bond | 
will not develop higher than calculated resistance ex- 
cept at the terminals. Experiments have shown that a | 
contact pressure of 25,000 Ib. per square inch is neces- 
sary in order to obtain an air-tight connection. There | 
is therefore little room for increase in the total re | 
sistance of newly installed bonds, and the practice of — 
testing bonds immediately after installation should be 
extended. The argument often advanced to the effect | 
that it is necessary for a bond to be exposed to the ele- | 
ments for a time in order to determine faulty installa- | 
tion, is to some degree a fallacy. The effect of the | 
splice bars may offset the resistance of the terminal | 
contacts, thereby causing an improperly installed bond | 
to appear good, but this is unavoidable. It will more | 
often be found that the splice bars are of too high re- | 
sistance to influence the test. The purpose of the test 
is to locate the poorly-applied bonds, and if the test | 
develops a resistance greater than the calculated value | 
it seems reasonable to assume that the resistance must | 
lie in the terminal contacts of a new bond. If the de- | 

—~ KEY - 
A=Straight @ extended length of Bond. 
E= Distance between bond Terminals. 
D=Uncut rail between bond Terminals 
and bond tester contacts. 
Y= Spacing of tester contacts. 


a= Uncut rail between bondterminals 
X = Resistance of joint in rail feet 


Y= £quivalent of At 2D (inrailfeet) 
or Y=A in ohms + 2D in ohms. 


eS fee 


a Seip D> FA ae 


Y = Equivalent of A+2D (in rail feet) 
or Y= Ain ohins + 2D in ohms. 


Y= Equivalent of A (in rail feet) 
or Y=A inohms, 


Y= £quivalent of E + 2D 
= 4p (Equivalent of Atd)42D (in rail feet) 
or Y=42(Ard)in ohms +2Din ohms. 


iene soo 


CASE 4 
Y= Equivalent of Ez * 2D(in rail feet) ae > 
TS 7 REC WANEPS OG tt 
Equivalent of Az * aaenForhrTa - 
or Y= 7 7 +2D0hms) 
Az in ohms (A,+2d) in ohms 
y= 1 me rail feet) 
iavaertotat Pe emia 
orY= 7 7 
Azin ohms * (ay2D)inohms 


BOND RESISTANCE—FIG. 2—FORMULAS FOR eS ae 
RAIL JOINT RESISTANCE 
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fects in the bonds are corrected immediately the bonds 
Imay maintain contact indefinitely. 

Bonds which have been installed for a period may 
be given different consideration. If they are concealed 
it is possible that the bond conductors may be broken 
or the terminals may have been loosened by interference 
‘with the splice bars. The bonds are therefore subject 
to deterioration from causes which affect the entire bond 
and under the circumstances they are entitled to a direct 
comparison between the perfect bond resistance and 
the resistance of the entire bond when tested. If the 

_ joint, as tested, should measure as equivalent to 6 ft. 
of rail and the perfect joint was equivalent to 4 ft., the 
relative efficiency would be 66.6 per cent. To say at 
what efficiency old bonds should be replaced is imprac- 
ticable for the reasons already given. Local conditions 
will govern this. Newly installed bonds, however, should 
test not to exceed 6 in. more than the calculated re- 
sistance. 

Another point for consideration is the case where 
rebonding is done with the old bonds in place. When 
the new bond is applied to a bonded joint a parallel 
resistance condition is interposed. The resistance of the 
old bond should be noted and figured as in parallel with 
that of the perfect new bond in order to determine 
what the resistance of the rebonded joint should be. 

Frequently joints which are bonded with concealed 
bonds in paved streets are rebonded by placing bonds 
around the splice bars. In other instances concealed 
bonds are bonded over with short bonds attached to 
the head of the rail. 

To take a concrete case, assume a 70-lb. T-rail to be 
bonded with one 10-in. No. 0000 bond and that a test 
of 3 ft. across the joint shows it to be equivalent to 14 
ft. of rail. This is illustrated by Case 2, Fig. 2. The 
equivalent of A is (14 ft. 0 in.) — (2 ft. 2 in.), or 
11 ft. 10 in. If we add a No. 0000, 8-in. twin-terminal 
bond to the same joint we have the same condition as in 
Case 5, where #, = 4in. and 2d = 6in. Using the equa- 
tion for equivalent of Y in rail-feet we find that the re- 
sistance will be reduced to that of 4 ft. 7 in. by the addi- 
tion of the twin-terminal bond. 

If we had considered the resistance of the twin- 
‘terminal bond alone, as in Case 1, the equivalent of 3 ft. 
of joint would have been 2 ft. 7 in. + 2 ft. 8 in. = 
5 ft. 3 in., instead of 4 ft. 7 in., or an error of 8 in. 

The difference will be found to be much greater when 
a long bond is placed around a high-resistance, con- 
cealed bond as in Case 6. Assuming that the rail and 
concealed bond are the same as in the previous case, 
we find that the resistance of the joint, when rebonded 
with a 371%4-in. No. 0000 bond, is equivalent to 
6 ft. 11 in., as against 13 ft. 7 in. for a single long bond. 

It will be seen, therefore, that the higher-resistance 
bonds, say 20 ft. and more in length, will have prac- 
tically negligible effect on the resistance of joints with 
short new bonds, but where long bonds are being placed 
around a joint the resistance of the joints before re- 
bonding is of appreciable importance. 

While it is undoubtedly more accurate to determine 
first the resistance of any joint before bonding in order 
to obtain the actual resistance of the new bond, it is 
not often practical to do this, nor is such a procedure 

_ warranted where the paralleling effect of the splice bars 
only is of concern. If many joints test better than per- 
fect, so much the better for the return circuit. The 
higher-resistance bonds are the ones to be located and 
replaced. 

The various laboratory tests which have been made 
to determine the actual resistances of carefully installed 

ponds differ somewhat. That there is a slight, and in 

some instances inconsistent, variation in the figures 
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given in different sources of information is probably 
due to differences in the locating of testing instrument 
contacts. The personal element and the inequality of 
testing facilities also contribute in part. In the case 
of the terminal-contact resistance alone the variations 
are more marked. Values given for the same diameter 
terminal in the same thickness of rail web vary any- 
where from three to fifteen times the values given 
herein. Although the maximum difference is less than 
0.01 microhm, a variation of 1500 per cent does not 
seem reasonable. 

The contact resistance cannot be measured directly 
because it is the resistance of an infinitesimal space. 
The values given herein were obtained by careful tests 
on plane surfaces in which the minimum resistance per 
square inch of surface was determined. With this as 
a unit the actual contact resistances were calculated. 

In conclusion, attention is called to the somewhat gen- 
eral complaint that bonds gradually increase in resist- 
ance. This may be due to the elimination of the paral- 
leling of the splice bars on account of wear and rust. 


Brush Tests on Non-Interpole Motors 
with Slotted Commutators 
BY KEITH MACLEOD, MONTREAL TRAMWAYS 


For the purpose of comparison with the results of 
tests described in an article printed in the issue of the 
ELECTRIC RAILWAY JOURNAL for Aug. 22, 1914, page 355, 
the following results recently completed on brushes used 
on non-interpole motors with slotted commutators are 
given. These results show the effects of the practice of 
commutator slotting under the conditions obtaining on 
the Montreal Tramways. 

The recent tests were conducted in substantially the 
same manner as those previously described, and both 
sets of tests were made for the purpose of selecting the 
most economical brush. 

When the practice of slotting commutators was 
started it was noted that the percentage of broken 
brushes was increasing, and it was primarily to find 
out if a brush could be selected to stand up under the 
new conditions that the latest tests were started. It 
was noted that the old standard brush had no injurious 
effect on the slotted commutator, which was rather re- 
markable as this was a brush designed especially for 
commutators with flush mica. Accordingly this brush 
was included in the tests, making a total of four types 
of brush tested. 

Each of these, with the exception of No. 2, was the 
brush recommended by one of three brush manufac- 
turers for non-interpole motors, with slotted commu- 
tators, in city service. Data as to brush resistance 
were not available for, as the manufacturers’ repre- 
sentatives pointed out, resistance measurements of 
carbon have to be made under identical conditions to 
give results of value. However, considerable mechan- 
ical data were obtained. Leaving out No. 2, an abrasive 
brush not particularly recommended for the tests, these 
were as given below. 

The relative hardnesses, or resistances to scratching 
with a knife, were as follows: No. 4, softest; No. 5, 
hardest. 

The breaking strengths, as determined by supporting 
the brushes on round bars placed 11% in. apart, apply- 
ing a breaking load at the middle by means of a round 
iron bar, and calculating the stress by the usual beam 
formula, were as follows: No. 4, 1020 lb. per square 
inch; No. 3, 1920 Ib. per square in, and No. 5, 2380 
Ib. per square inch. 

A motor that experience had shown to be typical of 


Brush Tension- Lb. per sq, rn. 


VARIATION IN BRUSH WEAR WITH BRUSH TENSION IN NON- 
INTERPOLE MOTORS 


the non-interpole motors on the road was chosen for the 
test, and seventeen regular cars equipped with this type 
of motor were fitted with the test brushes. 

Brushes of each type were distributed in various ways 
among the motors on each car, and each brush was 
marked with the car number and its position in the 
car. Thus “1300-2-R-0” would indicate that the brush 
was on car No. 1300, on No. 2 motor of this car, and in 
the rear brush-holder. It was also the outside brush. 
Each brush remained in the same position throughout 
the test. 

Beyond instructions to workmen to report to the 
foreman any cases of marked brushes needing replace- 
ment, and an occasional inspection by the foreman, no 
particular attention was paid to the brushes under test. 
The tests were continued for about a year, variation in 
conditions due ‘to change in weather being thus taken 
care of. 

The results of the tests are shown in Tables I and II. 

The results of the test show conclusively that the 
brushes formerly used as standard on unslotted com- 
mutators are not well suited for operation on slotted 
commutators. There is no great difference in the aver- 
age rate of wear of the different types, and the rate of 
wear is practically uniform. 

The greatest differences among brushes were in their 
ability to resist chipping and breaking. While it would 
seem at first sight that the toughest brush would pro- 
duce the most wear on the commutator, this proved not 
to be the case, the wear of the commutators with all 
types of brush being entirely negligible. 

The effect of variation in brush tension on wear was 


Tas te I—Resvutts or Brusu Tests on Non-InrerPoite Morors wits SLorrsp 
OMMUTATORS 
Typeor brush, Number. euetektatioe 2* 3 4 5 
Number tested. .............. 91 75 74 77 
Per cent chipped and broken 29.7 18.7 20.3 6.5 
Wear per 1000 miles, inch 0.025 0.023 0.033 0.024 
Normal. life, mailed. cn Gives akon pied ole yea 35,000 38,000 26,500 36,500 
Cost per mctor per 1000 miles, cents. ..... 1.26 1.05 3.82 1.00 
Cost per motor per 1000 miles allowing one- 
half normal life for broken and chipped 
Hrushes\contah.: taste te ate eae 


1.25 4.60 1.07 


*This brush was formerly standard on unslotted commutators, 


Taste Il—Rares or WEAR FoR Dirrerent Periops or Trst 


FIRST PERIOD SECOND PERIOD ENTIRE TEST 


Wear per Wear per Wear per 

Type of Total 1000 Total 1000 Total 1000 
Brush, Miles Miles, Miles Miles, Miles Miles, 
Number neh Inch Inch 
2 917,840 0.025 1,062,650 0.026 1,980,490 0.025 

3 879,920 0.025 1,033,510 0.021 1,913,480 0.023 

4 879,920 0.034 607,100 0.033 1,487,020 . 03° 

5 917,840 0, 028 860,350 0.020 1,778,190 0,024 
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not very marked, the tension being varied between 3144 — 


Ib. and 6 Ib. per square inch to determine this point. 
Comparing the results of the later tests with those 


of the former ones the following appeared to be the a] 


most noticeable differences due to the practice of slot- 
ting the commutators: 

The rate of wear of brushes of the same type is 
largely reduced, but chipping and breaking of brushes 
may increase. This might not be so noticeable in 
double-ended cars, as the tendency to sharpen the edges 
of the brushes would not be so great as on cars running 
continuously in one direction. The chipping can be 
minimized by selecting the proper type of brush. 

The wear of commutators is reduced to an almost 
negligible quantity. 


The effect of brush tension on brush wear is not | 
This | 


nearly so marked as with unslotted commutators. 
may be due to the fact that where the mica is not under- 
cut it does not long remain exactly flush with the cop- 
per, and thus creates a condition favorable to arcing and 
rapid wear. The fact that there is less effect on wear 
due to variation in brush tension with slotted commuta- 
tors should, however, not be made an excuse for slack- 
ness in maintaining the tension at its correct value. 

It has been noted that unless the undercutting has 
been very carefully done and each slot gone over by 
hand to thoroughly remove all mica, the advantages 
of slotting are considerably diminished. On the other 
hand the resulting economy fully justifies the best possi- 
ble workmanship in this operation. 

In connection with this matter of selecting the most 
economical brush it is necessary to keep in mind the 
quantities which are involved in brush cost. These 
are: The cost due to the actual wear of the brush; the 
cost due to the replacing of brushes before they are 


worn out for any reason, and the cost due to the wear q 


of the commutator. 


The wear of brushes may be considered as made up | 


of two components, electrical wear and mechanical wear. 


The electrical wear is the disintegration that results | 
from the slight arcing under the brushes, which is | 


noticeable in non-interpole motors, especially those with 
unslotted commutators. This wear is much aggravated 
by unevenness of the commutator surface or by exces- 


sive vibration of the motor as a whole, caused by ex- 


cessive stiffness in suspension, poor fitting of gears and 
pinions, roughness of track, etc. The mechanical wear 
is due to friction between brush and commutator; which 
depends to a large extent on the condition of the surface 
of the latter. 


ished commutator appears. 


Brush tension in general has contrary effects on the | 


electrical and mechanical wear of brushes. Obviously, 
the less the tension the less the brush wear if no cur- 
rent is passing. On the other hand, low tension en- 
courages bad sparking with deterioration of brush and 
commutator surface. In non-interpole motors with 
unslotted commutators the two effects are quite marked, 


and there appears to be a tension at which the combi- | 


nation of the two rates of wear is a minimum. 


On the accompanying curves are shown the effects of | 


brush tension on the wear of the two types of brush. 


The most economical tension is about the same for 


both, notwithstanding the wide difference in the actual 
rate of wear. 

Commutator wear is influenced to a large extent by 
the type of brush used. On unslotted commutators the 


necessary abrasive for cutting the mica may not be | 
correctly proportioned, with the result that high mica | 


and consequent burning of the copper produce rapid 
wear. The effect on the commutator wear of varying 


It is in the reduction of mechanical wear 
that the advantage of a brush which produces a burn- | 


Stee. 


it 


esa aera BG 
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the brush tension is not so marked as it is in the case 
of brush wear, but the general tendency is the same. 

The item of cost resulting from the brushes not reach- 
ing their full life depends not only upon the tendency 
of brushes to chip and break, but also on the efficiency 
of the carhouse force in keeping the brush-holders and 
springs in good condition and in seeing that worn 
brushes reach their minimum length before they are 
replaced. Aside from the carhouse conditions, which 
are independent of the type of brush, there is always 
a percentage of the brushes that break up or are so 
badly chipped as to be unfit for service before they 
wear out. 

It is difficult to fix an average service which these 
brushes should give before they have to be replaced, 
but in comparing types of brush it will usually be with- 
in the limits of error to assume the average for all 
chipped and broken brushes to be equal to about half 
the normal life. This was done in calculating the cost 
shown in Table I. 

That the three items of cost discussed are worth con- 
sidering is shown clearly by the data given in Table III, 
which are taken from the results of the test referred to. 


Tasie_III—Resutts or Tests or Brusugs ON Non-INrerrote Motors with 
UnsLtorrep CoMMUTATORS 


PA OLOL LUG EU OOR soli i sriiigislaaes ial saeuriandiaittem wine an 2 1 
PAARL R VERE QS TM Sil PAS rie are iharacaeSed cel acalttowe’s Weta. are 32 32 
Pepicent chipped'and brokeny (isi. ewess sedesss uceuves eyes 21 40 
Cost per motor per 1000 miles due to brush wear only, cents.. 2. 03 et 
Cost per 1000 miles due to brush wear, allowing broken and 

chipped brushes one-half normal life, cents.............. 2.46 1.61 
Cost per 1000 miles due to wear of commutator, cents........ 2.60 5.48 
Total cost per motor per 1000 miles, cents........00 0. cece us 06 7.09 


_ greater wear. 


These tests were made more than five years ago to 
find a brush which would reduce brush costs, these being 
_ excessive at the time. As a result of the tests No. 2 
was selected and remained standard until the practice 
of slotting was adopted. As shown in the table, the 
costs due to brush wear and chipping were favorable to 
the previous standard, No. 1, and it was only when 
commutator cost was included that the great advantage 
of the more expensive brush, No. 2, appeared. That 
this selection was justified was proved by large reduc- 
tions in costs, the lower figures obtaining until slotting 
was started, when they began to rise on account of 


I, _ abnormal chipping. 


Steel Twin Ties for Concrete Track 
Rehabilitation 


One of the interesting and valuable possibilities of 
twin steel ties of the International Steel Company, 


| Cleveland, Ohio, lies in its application to rehabilitated 


concrete track. A certain railway which has been using 
a 9-in. girder rail wished to replace it with a 6-in. 
T-rail. To do this in the ordinary way, the company 
would have found it necessary to break up and remove 
the wooden ties and a 7-in. concrete base. This, of 


_ course, would have been very costly and slow. 


_ The engineer of the property conceived the idea that 
by using twin steel ties which are only 3-in. deep he 


could build up the new track of 6-in. T without dis- 


_turbing the concrete base of the original wooden ties. 
. Le —4/g*-—ef¢— -_—--__+16- 
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OF ORIGINAL FOUNDATION WITH WOODEN 
TIES AND 9-IN. GIRDER RAIL 
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FOUNDATION AS ALTERED TO TAKE NEW T-RAIL ON TWIN 
STEEL TIES 


These ties, by the way, had been creosoted and were in 
excellent condition, except for mechanical damage due 
to the character of their fastenings. Thus the appli- 
cation of the shallow but strong-bearing International 
twin tie will solve the most important rehabilitation 
problem that has arisen from the use of concrete foun- 
dations. The cost of the ties is actually less than would 
be the cost of removing the old concrete alone. The 
cost of new concrete is also eliminated and disturbance 
to traffic is avoided to a very large degree. 


Contactor Signals Operate at Low Voltage 


Automatic signals operated from a trolley potential 
varying from 200 to 600 volts represents a most severe 
test, but signals installed on a certain section of the 
Louisville (Ky.) & Interurban Railway have met this 
condition and have given no trouble whatever from this 
source. The Louisville & Interurban Railway operates 
an interurban line to Jeffersontown, 12.5 miles from the 
Louisville terminal station. This line is double track 
through the city and 5.2 miles out, and then continues 
as single track with passing sidings to Jeffersontown. 
The line is fed from a power house 1.5 miles from the 
terminal station, consequently there is a large line drop 
near the Jeffersontown terminal, at times momentarily 
as much as 400 volts. When traffic is heavy the drop is 
too great and a substation 2.6 miles from Jeffersontown 
is put into service. As a rule, however, the traffic is 
rather light, except on Sundays and holidays and at 
county fair times, and ordinarily does not warrant the 
operation of this substation. Cars are operated on a 
one-hour headway, but on Sundays and holidays, as 
mentioned, a half-hourly headway is maintained and 
alternate trains have two cars. 
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About three-quarters of a mile from Jeffersontown 
the line passes under the Southern Railway, threading 
through a cut where the view is obstructed. To pro- 
tect this block Nachod automatic signals, Type CD, 
have been installed at the two sidings, a half mile apart. 
These permit following movements through the block 
but prohibit opposing ones. At these points the wide 
variation in voltage obtains at certain periods without 
affecting the operation of the signals. It is, of course, 
possible to compensate partly for varying line voltages 
by proper use of the car controller, but the signal re- 
mains with a fixed resistance for all line voltages. 
Although the signal relays are operated by direct-acting, 
long-stroke plunger magnets, provision for this wide 
range of operating voltage is made by oil-cooling the 
relay coils and by using resistances which are shunted 
out of circuit before the magnets operate. 

The trolley contactors at one of the sidings are shown 
in one of the accompanying illustrations. They are 
placed outside of the turnout on the single track, two 
being necessary in the double-trolley construction. 
These contactors are suspended from one end only, on 
a double curve pull-off, thus being free from line 
stresses. They are placed with respect to the bracket, 
so that the contactor will have been traversed by the 
wheel and contact made before the wheel strikes the sus- 
pension. In this way the contacting has been done 
before the wheel receives the slight shock due to the 
cusp in the wire at the suspension. In another one of 
the accompanying illustrations the signal at the other 
end of the block is shown. This is supported on an iron 
bracket through-bolted to the pole, from which it may 
easily be lifted and lowered to the ground with connec- 
tions intact. To make this possible the vertical pole 
wiring is in a cable made by taping the separate rubber 
covered wires and tying the cable to cleats as a single 
wire. This bracket offsets the signal from the pole so 
that it is plainly visible to approaching cars. A locked 
fuse box is also provided at man height on the pole in 
order to isolate the circuits and arrange for easy dis- 
connection, tests and fusing. 

Both signals are normally dark, but a west-bound car 
accepting the “neutral” signal at one siding and passing 
under the trolley contactor sets the opposing signal at 
the other siding at stop—a red light and red disk. The 
signal, in advance of the west-bound car changes to 
permissive—a white light and white disk, which indi- 
cates full protection through the block. A following 
car may accept this permissive signal and will be 
counted in on the signal relay, a situation which is indi- 
cated by the blinking of the white light. Not until both 
cars have left the block would the signals again be 
restored to normal. 

The trolley contactors, shown in the illustration, are 
of the wiping type and receive the wheel very smoothly, 
operating on some lines at the very high speed of 71 
m.p-h. Since these contactors have no moving parts 
they are directional. A car passing under a contactor 
toward the signal will set both signals as described, but 
backing out again under the same contactor will clear 
them. 

Should the’ signal be indicating ‘‘permissive,” the 
entrance of the car into the block will merely cause a 
movement of the counter one notch forward and one 
reverse, leaving it in its original position. Should a car 
over-run the contactor with the signal indicating “stop,” 
the signal aspects will not change although a count will 
be recorded. If the car backs out again the indications 
of the signal will not have been changed. The operation 
of the signal is normal even though the car might have 
the trolley wheel on the wrong wire for that direction. 
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The control is thus extremely flexible, the signals show- 
ing at all times whether the block is clear or occupied, 
and if occupied, which way the cars are moving in the 
block. 

Motormen are instructed to throw off power while 
passing contactors to reduce line drop at that time. 
These signals are both operated and lighted by the trol- 
ley voltage, no changes whatever in the track being 
necessary. The signal lights are 60-watt tungsten lamps 
and the disks enameled aluminum, moving parallel to a 
glass roundel. This combination of lights and disks 
gives unmistakable indications under the worst condi- 
tions of bright sunlight and low voltage. 


Fiber Duct Conduit at Worcester 


In the issue of the ELECTRIC RAILWAY JOURNAL for 
Aug. 21, 1915, reference was made to the installation of 
fiber ducts for feeders by the Worcester Consolidated 
Street Railway coincident with double-tracking. In this 
connection the accompanying illustration and other 
particulars will be of interest. 

The new Worcester feeder conduit consists of thirty 
or thirty-six 3%4-in. Orangeburg fiber ducts of the 


FIBER CONDUIT FOR RAILWAY FEEDERS AND OTHER CIRCUITS 
AT WORCESTER, MASS. 


Fibre Conduit Company, Orangeburg, N. Y., laid in a 
trench 5 ft. deep and 30 in. wide at the bottom. They 
contain both positive and negative feeders, and provide 
rental space also. The special manholes used are of an 
offset type with entrances 30 in. in diameter located at 
one side of the track. The working chamber, brick- 
lined at the sides, with an 8-in. concrete base and con- 
crete, brick and steel roof, is 8 ft. long and 5 ft. wide, 
the height being 7 ft. 6 in. At one side is a step 3 ft. 
high and 2 ft. 9 in. wide below the entrance, which was 
required by the city to facilitate the location of future 
underground structures. The negative feeders are car- 
ried from duct to duct along the roof, the other cables 
being racked on the wall in the usual way. Thirteen 
bull rings, attached to walls and floor, provide means for | 
the handling of cable from the street into the ducts by 
snatch blocks and pulleys. 
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News of Electric Railways 


TORONTO RAPID TRANSIT REPORT PRESENTED 


' Engineering Commission Proposes System of Rapid Transit 
and Radial Railway Entrances to 
Cost $18,817,000 

The report on a system of rapid transit and radial railway 
entrances proposed by Mayor Church of Toronto, Ont., in his 
inaugural address to the City Council was presented to the 
city on Dec. 7 by R. C. Harris, Commissioner of Works; F. 
A. Gaby, chief engineer of the Hydro-Electric Power Com- 
mission of Ontario, and E. L. Cousins, chief engineer of the 
Toronto Harbor Commission, who was in actual charge of 
the preparation of the report. The system of radial en- 
trances, terminals and yards as proposed by the engineering 
commission will cost $18,817,000 divided as follows: west 
line, from terminal to west focal point, 5.2 miles, $4,076,000; 
east line, from terminal to east focal point, Coxwell and 
Danforth Avenue, 4.7 miles, $3,120,000; north line, Queen 
Street to north focal point, Duplex Avenue and Belt line, 3.2 
miles, $7,696,000; east and west yards and freight facilities, 
$1,365,000; terminal station at the foot of Yonge Street and 
carhouse, $2,560,000. The conclusions of the engineering 
commission are in effect as follows: the existing surface rail- 
way system within the old city limits, provided with more 
cars, improved equipment, and operated at a higher effi- 
ciency, will adequately serve the city within the limits of 
1891. The present radials entering the city cannot be con- 
sidered rapid transit lines. The most feasible entrances for 
such a system lie along the water front. The entrance from 
the north may be easily effected by subway construction. 

The report states that aside from operating considerations, 
the additional cost of. $8,000,000, embracing a four-track 
subway from the water front to College Street, and the erec- 
tion of a terminal at the latter point, make an uptown ter- 

‘minal unfeasible. The terminal should be at the axis on the 
water front. Provision should be made for the co-ordination 
of rail and water traffic. The radial railway trunk lines 
should, as the future demands, and the city extends, provide 
for the operation of semi-rapid transit lines. 

The commission recommends in effect as follows: 

The acquisition by the city of the Toronto Railway system 
in 1921. The establishment of a transportation commission, 
with representatives from the ctiy, the Harbor Commission, 
and the Provincial Hydro-Electric Power Commission, so 
constituted as to give the city a majority. The construction 
of three trunk radial entrance lines, with necessary yards 
and terminals. Until 1921 the radial railways should be re- 
stricted to the use of the water-front terminal. The future 
will demonstrate the advisability of a down-town loop oper- 
ated initially as a surface line, pending the time traffic war- 
rants other construction. 

The engineers say that the construction of a rapid transit 
system in the strict meaning of the term is not justified in 
the city. They recommend that the radial railway trunk 
line entrances be used for a semi-rapid transit system. The 
policy should be declared at once, and immediate steps tak- 
en for acquiring the Toronto Railway in 1921. The reduc- 
tion of the present gage of the rails to the standard gage is 
recommended. Present traffic conditions, the engineers 
point out, could be improved by rerouteing. It is estimated 
that the city will have a population in 1927 of 750,000, in 
1936 of 1,000,000, and in 1950 of 1,500,000. A rapid transit 
system, the report explains, has never been provided in cities 
with less. than 1,000,000 inhabitants, mainly because the ini- 
tial cost is so large. In this connection the engineers say: 

“Toronto is not in a position to construct a rapid transit 
system in the strict sense of the term, but may, when condi- 
tions demand, institute a semi-rapid transit service by using 
the radial railway entrance lines. We have developed the 
radial entrance plan so as to permit of such joint use. By so 
doing, adequate and rapid service may be furnished that 
portion of the population living outside of what we have 
termed the thirty-five-minute zone. We assume that per- 
sons who travel from the central area to their abode, or 
vice versa, in the space of thirty-five minutes do not require 
more rapid transit.” 


McCALL REMOVED — OSCAR S. STRAUS APPOINTED 


Chairman of New York Commission, First District, Dis- 
missed by Governor on Charges Preferred by 
Legislative Investigating Committee 


Edward E. McCall has been removed as chairman and 
member of the Public Service Commission of the First 
District of New York by Governor Whitman. The Gov- 
ernor filed his order of dismissal on Dec. 6, after having had 
under consideration the plea made in his own behalf by 
Mr. McCall on Dee. 8. The charge of which the Goy- 
ernor found Mr. McCall guilty is that he violated Section 
9 of the public service commissions law, which forbids a 
commissioner to hold stock in a corporation subject to the 
supervision of the commission. Chairman McCall held 387 
shares of stock of the Kings County Electric Light & Power 
Company, and his defense was that he transferred this 
stock to his wife just before he was appointed to the com- 
mission. In his opinion Governor Whitman said there was 
no evidence before him of the transfer except the commis- 
sioner’s unsupported statement, and that while he had no 
desire to question the truth of Mr. McCall’s statement he 
“did not believe that a transfer within the meaning of the 
law ever was made.” The Governor dismissed entirely the 
other charges made against Chairman McCall by the 
Thompson legislative committee. They comprised six 
charges and twenty specifications, and have been pub- 
lished previously in the ELEcTRIC RAILWAY JOURNAL. 

On Dec. 9 the Governor announced the appointment of 
Oscar S. Straus to succeed Mr. McCall as chairman. A 
personal reviewing the career of Mr. Straus is published 
elsewhere in this issue. 

Mr. McCall answered the charges before the Governor 
late on the afternoon of Dec. 3. In his brief of more than 
100 printed pages he dealt at length with his ownership of 
887 shares of the Kings County Electric Light & Power 
Company stock. Mr. McCall said he would stand on the rec- 
ords of the commission. He also denied the charge that he 
had accepted a retainer from and rendered legal services to 
a corporation seeking to avoid the payment of State taxes. 
He pointed out that the Governor dismissed this charge 
against him once before, and that as to the committee’s 
motive for bringing it up again he would not stoop ‘so low 
even to refer to it. ; 

Mr. McCall was appointed to the commission on Feb. 8, 
1918, by Governor Sulzer. He has been in public life since 
1902 when he was elected to the Supreme Court. He was 
an unsuccessful candidate for Mayor of New York City in 
1913. 

The Thompson committee was appointed by the Legisla- 
ture last January and empowered to investigate the work- 
ings of both Public Service Commissions. The committee 
in the spring filed charges of neglect of duty and miscon- 
duct in office against four of the commissioners for the 
First District, Mr. McCall, J. Sergeant Cram, G. V. S. 
Williams and Robert C. Wood, but after a hearing before 
him, the Governor dismissed the allegations as not sustained. 
Last summer the committee resumed its investigation of 
the commission for the First District and the subsequent 
hearings disclosed Mr. McCall’s alleged ownership of stock 
of the Kings County Electric Light & Power Company. 
The formal charges against him were filed with the Gov- 
ernor on Nov. 15. The investigation of the commission 
for the First District has not been finished, and a few days 
ago Senator George F. Thompson, the chairman of the 
legislative investigating committee, announced that it 
would be rushed to completion and the inquiry into the 
workings of the Public Service Commission for the Second 
District would be resumed. 


LIVE AND LET LIVE PLEA IN LITTLE ROCK 


Four proposals, the adoption of which, in the belief of 
the Little Rock Railway & Electric Company, Little Rock, 
Ark., would aid materially the growth of Little Rock and 
increase the usefulness and the value of the street railway 
property, have been submitted to Mayor Taylor and the 
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members of the finance and the public utilities committees 
of the city. 

According to D. H. Cantrell, president of the company, 
the first thing that is necessary in order to insure a com- 
plete protection of the company’s investment is a proper 
regulation of the jitneys so as to put them as nearly as 
possible on the same basis with the street railway company, 
as common carriers. Second, President Cantrell, in view 
of all of the facts and the circumstances surrounding the 
granting of the Merchants Lighting Company’s franchise 
and its injustice to the railway company, and also, in view 
of the very doubtful liability of the railway for the annual 
tax of $500, asks that the city abandon any further claim 
for this tax. Third, President Cantrell asks that an investi- 
gation be conducted into the actual cost to the city of Little 
Rock of its municipal lighting plant, in order to determine 
the feasibility and desirability of a contract being entered 
into between the city and the railway, whereby the utility 
company would supply electricity for the municipality’s 
needs; provided, that the railway could supply current more 
cheaply than the municipal plant could manufacture it. 
President Cantrell’s fourth proposal is one looking toward 
the elimination of the provision in the company’s present 
franchise which requires it to sell six tickets for a quarter 
when the population of Little Rock reaches 100,000. 

President Cantrell’s communication, directed to Mayor 
Charles E. Taylor and the members of the finance and of 
the public utilities committees, is concluded as follows: 

“It would not be good policy for the city to seriously 
hamper and embarrass an institution which is yielding and 
will yield so much revenue to the city, and will pay so much 
for improvement of the streets. In other words, it would 
not be good policy ‘to kill the goose that lays the golden 
egg.’ Rather should the city aid and assist the company 
in all reasonable ways to carry out its obligations to the 
city.” 


PRESIDENT ON THE RAILROADS 

In his address to Congress President Wilson referred to 
the railroad problem as follows: 

“In the meantime may I make this suggestion? The 
transportation problem is an exceedingly serious and press- 
ing one in this country. There has from time to time of 
late been reason to fear that our railroads would not much 
longer be able to cope with it successfully, as at present 
equipped and co-ordinated. I suggest that it would be wise 
to provide for a commission of inquiry to ascertain by a 
thorough canvass of the whole question whether our laws 
as at present framed and administered are as serviceable as 
they might be in the solution of the problem. It is obviously 
a problem that lies at the very foundation of our efficiency 
as a people. Such an inquiry ought to draw out every cir- 
cumstance and opinion worth considering, and we need to 
know all sides of the matter if we mean to do anything 
in the field of federal legislation. 

“No one, I am sure, would wish to take any backward 
step. The regulation of the railways of the country by 
federal commission has had admirable results and has fully 
justified the hopes and expectations of those by whom the 
policy of regulation was originally proposed. The question 
is not what should we undo? It is, whether there is any- 
thing else we can do that would supply us with effective 
means, in the very process of regulation, for bettering the 
conditions under which the railroads are operated and for 
making them more useful servants of the country as a 
whole. It seems to me that it might be the part of wisdom, 
therefore, before further legislation in this field is at- 
tempted, to look at the whole problem of co-ordination and 
efficiency in the full light of a fresh assessment of circum- 
stance and opinion, as a guide to dealing with the several 
parts of it.” 

In this connection Senator Newlands of Nevada is quoted 
as saying that legislation aiming to give the railroads of the 
country federal instead of State incorporation would be 
sought in the present term of Congress. Plans are also 
said to be under way to obtain federal supervision of rail- 
road securities, to increase the membership of the Inter- 
state Commerce Commission, and to divide the railroads 
into Eastern, Middle Western, and Far Western groups, 
each section to be under regulatory supervision of a sepa- 
rate branch of the commission. 
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NETWORK OF HYDRO-RADIALS PROPOSED IN 
ONTARIO 


Details of the hydro-radial project, advocated by Sir 
Adam Beck and the Hydro-Electric Power Commission of 
Ontario in conjunction with certain municipalities in West- 
ern Ontario, were laid before the Toronto Board of Con- 
trol on Dec. 3. Accompanying the details were the draft 
by-law, which the city is asked to indorse, and a copy of 
the agreement which the city will have to enter into with 
the Hydro-Electric Commission. The latter relates to the 
construction and operation of the lines. The entire project, 
as outlined, calls for an expenditure of $13,734,155, of 
which the city of Toronto will have to contribute $4,240,- 
196, or slightly less than one-third of the total cost. This 
is the amount the people will be asked to authorize, pro- 
vided the Council indorses the proposition and decides to 
submit it to the people on Jan. 1. 

This will be a separate and distinct undertaking from 
the scheme for improving the transportation facilities 
within the city proper. The proposed undertaking is aimed 
to provide increased transportation facilities over a large 
area radiating from Toronto to Guelph, London and Sar- 
nia. In addition to the heavy capital expenditure for con- 
struction of the lines, the municipalities affected will have 
to assume responsibility for the large operating and main- 
tenance charges, should the revenue not suffice to meet the 
same. Further, the scheme now presented only makes pro- 
vision for radials to the west of the city. Another scheme 
dealing with the eastern section of the province will be 
submitted at a later date. The eastern scheme, however, 
will not be such a serious undertaking for the city, as while 
no mention is made of it in the report presented on Dec. 3, 
it may be assumed that sufficient accommodation will be 
provided at the proposed central terminal station, which is 
to be erected at the foot of Yonge Street, to care for all 
traffic, both east and west. 

In addition to the $4,240,196, the city is to provide a free 
right-of-way for the railway and power lines of the com- 
mission over and through any property owned by the city, 
and to convey the same or to execute an agreement for its 
free use, as the commission shall deem advisable. 

The initial cost will be divided between thirty-two mu- 
nicipalities, Toronto being the largest contributor with 
$4,240,196, London coming second with $1,109,303. It is 
also pointed out that the city of Toronto will be required 
not to grant any more franchises to railway or other trans- 
portation companies without the consent of the Hydro- 
Electric Power Commission. The commission will under- 
take to finance the scheme and to do the actual construction 
work. Debentures covering the amounts allotted to the sev- 
eral municipalities are to be issued and handed over to the 
commission, which will retain or hypothecate them as it con- 
siders desirable. 

Mayor Church announced on Dec. 1 after a conference 
between Sir Adam Beck and the Board of Control that the 
question of submission of a by-law to guarantee $3,000,000 
bonds for these hydroelectric radials would be laid before 
Council at a special meeting on Dec. 8. 

At a joint conference of the Port Credit Village Council 
and the engineers of the Hydro Commission held on Nov. 
30 a resolution was passed by the Council indorsing the 
route selected by the commission for the Toronto to London 
line through the municipality. The deputation asked that 
facts as to cost, etc., be presented to Council in time for 
discussion at the next regular meeting, when a by-law will 
be put through to enable the people to vote on the question 
at the municipal election. Chief Engineer Gaby explained 
to the deputation that the line is to be the main power line 
that will link up scores of municipalities of western On- 
tario with a rapid transit system over a private right-of- 
way, coupling the speed of the steam roads with the fre- 
quency of a local street car service. 

The outlook is not at all propitious for Federal assistance 
by way of subsidy to this scheme. Two years ago the 
largest delegation that ever went to Ottawa urged sub- 
sidizing these roads as a great movement for the benefit of 
the people. Nothing was done then, and the policy was laid 
down last session that because of the war there should be no 
railway subsidies of any kind. 
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EXPOSITION GATES CLOSE AFTER SUCCESSFUL 
AND PROFITABLE SEASON 


The Panama-Pacific International Exposition officially 
closed its gates at midnight on Dec. 4 with ceremonies 
attended by record-breaking crowds. The closing day ex- 
ercises began at high noon in the Court of the Universe, 
when President Moore of the exposition read a toast from 
President Wilson and a reply thereto. The several palaces 
were closed by President Moore’s party making a tour of 
the grounds, meeting the chief of each department at the 
entrance to each palace, where there were a few words of 
official congratulations, after which a herald in the historic 
costume of the Town Crier announced the building closed. 
Prosperity week electrical parade, aeroplane flights, and a 
continuous illumination and fireworks display during the 
evening were features of the program. At midnight Pres- 
ident Moore closed a switch in the Court of the Universe, 
turning off the lights and leaving the grounds in semi- 
darkness. This was a signal for a corps of buglers on the 
darkened Tower of Jewels to sound taps in requiem toward 
the four points of the compass. 

After the gates closed on Dec. 4 the total number of 
admissions recorded was 19,876,000, of which approximately 
13,000,000 were paid admissions. Reviewing the financial 
history of the exposition in a general way it may be said 
that the income during the operating period exceeded all 
operating expenses by $2,572,000. The net earnings are 
estimated at $1,360,000. The Municipal Auditorium, which 
cost $1,086,000, was presented to the city by the exposition 
as a memorial. The disposal of the net profit from the 
operating period has not yet been decided upon, but efforts 
are being made to induce stockholders to assign it to the 
preservation of parts of the exposition, particularly a boule- 
vard that would follow the present Marina and connect 
with the Ocean Highway. 


GENERAL MANAGER WRIGHT ON WILKES-BARRE 
STRIKE SITUATION 


Renewed riots marked developments in the strike of the 
carmen of the Wilkes-Barre (Pa.) Railway during the week 
ended Dec. 5. Additional men of the State Constabulary 
and many extra policemen have served to keep the sem- 
blance of order among the lawless element. The company is 
running cars over almost all of the lines. 

In a statement issued by T. A. Wright, general manager 
of the company, the recent developments in the strike sit- 
uation were summarized as follows: 

“The Chamber of Commerce, for the purpose of settling 
the strike, appointed a committee which succeeded in bring- 
ing about a conference between the company’s officials and 
the men. At the first meeting, on Nov. 27, the chairman of 
the committee proposed that the question of the validity 
and finality of the decision of July 10, 1915, be left with 
Charles E. Rice, judge of the Superior Court of Pennsyl- 
vania. National Organizer P. J. Shea, of the carmen, an- 
nounced that the trainmen repudiated the award, and also 
the working agreement signed on Jan. 9, 1915. He declared 
that the men now demanded a new working contract con- 
taining a clause giving recognition to the national officers 
of the association and a protective clause. The protective 
clause, he said, must provide that whenever a man was dis- 
charged he should have the right, if the committee of Local 
No. 164 demanded it, to have his case decided by a board of 

_ three arbitrators, citizens of Luzerne County, to whose de- 
cision, if adverse to the general manager, the company 
must bow. 

“The leaders of the men also demanded that the company 

take back all the men. This the company agreed to do, but 
refused the demand of the committee that an agreement be 

- entered into in which the company would have no power to 
discharge an employee, as such action would be tantamount 
to turning over the control of the property to the em- 

_ ployees. The company refused to abrogate the agreement 

of Jan. 9, on the grounds that such action, together with 
the refusal of the strikers to abide by the award of July 10, 

- would mean that all agreements, no matter how solemnly 

_ entered into, would be subject to the sole interpretation of 

_ the men, enforced by their ability to strike at will. 
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“Evidence of the conciliatory attitude of the company is 
shown in its willingness to take back all of its striking 
employees, although the behavior of some of these men 
both during the strike and previous to it entitles them to 
absolutely no consideration. 

“Tf the company had agreed to permit the Amalgamated 
Association to arbitrate every time an incompetent, ineffi- 
cient or dishonest employee was to be discharged, it would 
virtually mean the passing of the control of the company 
from a responsible board of directors to a body of em- 
ployees who have shown how little they regard a con- 
tract that was solemnly signed and sealed. To accept this. 
provision would mean to make the general manager of the 
company, its president and board of directors mere puppets. 
in the hands of the trainmen. 

“Tt was evident that the question uppermost in the minds: 
of the men was how far they could go to take the control 
of the company out of the hands of its directors. To have 
accepted their impossible demands would have been to per- 
mit the Amalgamated to decide what men should work for 
the company, what they would be paid, how long they 
should work, and where they would work, leaving the own- 
ers of the property only the prerogative as to what men it 
might employ.” 


CHICAGO COUNCIL IGNORES SMOKE REPORT 


By a unanimous vote the report of the committee of the 
Chicago Association of Commerce on smoke abatement and 
electrification of railway terminals was ignored by the Chi- 
cago City Council at its regular meeting on Dec. 6. Mayor 
Thompson submitted the report at this meeting, and soon 
after its presentation an order was introduced and passed 
unanimously that the committee on railway terminals, an 
independent body of which John F. Wallace is the chairman, 
consider immediately the subject of electrification of steam 
railroads within the city of Chicago. The order states that 
the committee is to report to the Council at an early date 
such ordinances as may be necessary to bring about the 
adoption of electricity as a transportation power where: 
steam power is now employed. It was suggested that the 
committee begin its work with the passenger facilities, con- 
sidering first the electrification of the Illinois Central Rail- 
road and the Northwestern Railroad. The permanent rail- 
way terminal committee is composed of Walter Fisher, Bion 
J. Arnold, Edward H. Bennett, L. E. McGann, J. W. Beck- 
with, Ellis Geiger and John F. Wallace, who is chairman. 


OHIO COMPENSATION LAW INTERPRETED 


Judge Oppenheimer of the Superior Court at Cincinnati, 
in a decision handed down on Dee. 1, ruled that the pay- 
ment of an award by the State Industrial Commission to 
the dependent of a man killed by accident cannot be con- 
strued as preventing the dependent from bringing suit 
against and recovering damages from a third party to 
whom the accidental death is due. He holds that the com- 
pensation required by the State is a kind of social life in- 
surance and has nothing to do with damages that may be 
recovered from a third party who causes a death. 

The decision was handed down in the case of Mathilda 
H. Kenning against the Interurban Railway & Terminal 
Company, Cincinnati. Her husband was an employee of the 
Fairmount Brewing Company and while driving his wagon 
was killed by one of the railway’s cars. The brewery com- 
pany was a contributor to the State workmen’s compensa- 
tion fund and the State Industrial Commission granted 
Mrs. Kenning an award of $3,744. She then brought suit 
against the railway for damages for her husband’s death. 

The attorneys for the Interurban Railway & Terminal 
Company argued that she was estopped from bringing suit 
against the company to recover damages because she has 
been granted an award from the State fund and because 
the railway was a contributor to the fund. Judge Oppen- 
heimer said the compensation law disavows any claim that 
sums paid by virtue of its provisions shall be full com- 
pensation and that Mrs. Kenning was entitled to sue for 
recovery. He also said that this company is contributing 
to the State fund for insurance on its own employees only 
and that the brewery made the contributions which fur- 
nished the insurance for Kenning and all its other employees,. 
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AMERICANS TO OPERATE BRAZILIAN STATE 
RAILWAYS 


Negotiations are admitted to be under way whereby the 
operation of the Brazilian State Railways will be assumed 
by American interests, displacing the management by Eng- 
lish and French interests. The negotiations have been 
carried on through the Latin American Public Works 
Corporation, a concern started eight months ago by 
interests associated with the J. G. White Management Cor- 
poration. The head of the corporation is J. W. McCroskey. 
He is in Brazil in charge of the negotiations with the 
Brazilian Government and the English and French interests 
which now operate the Brazilian State Railways. The 
Brazilian Government has leased its railways to English 
and French capitalists for a period of years, and it is 
understood that the Latin-American Public Works Corpora- 
tion merely plans to take over the lease for the unexpired 
term. The project, however, will carry with it the necessity 
of financing for new equipment and possibly for new con- 
struction. All the lines are operated by steam but it is 
stated that electrification of certain lines is being agitated. 
At the office of the J. G. White Management Association in 
New York inquirers were referred to Mr. McCloskey. 


PROGRESS WITH CINCINNATI TRANSIT MATTERS 


The members of the Rapid Transit Commission of Cin- 
cinnati, Ohio, made a tour over the proposed route of the 
rapid transit loop on Noy. 30. A meeting will be held at 
an early date at which the commission will decide definitely 
whether “modified route No. 4” will be adopted as it is or 
further modifications made. The estimate of the cost of 
construction of the line on this route is $6,000,000. Should 
no further changes be made the proposition would be ready 
for submission to a referendum vote at the Presidential 
primaries in April. 

The proposed franchise of the West End Rapid Transit 
Company, Cincinnati, was approved by all the business or- 
ganizations in the city at a delegate meeting held on Nov. 
30. This road would bring into the city the interurban 
lines from Anderson’s Ferry. The terminus would be at 
Third and Walnut Streets. The city may purchase the 
property any time after ten years at a bonus of 25 per 
cent on the sum invested. Provision is made for the division 
of the earnings with the city after the guaranteed return 
has been made to the company. 

All trains are to be operated by electricity or other ap- 
proved motive power. Provision has been made in the 
franchise which will prevent its interfering in any way 
with the municipal rapid transit proposition or any other 
improvement that may be undertaken. 


NEW YORK INVESTIGATION CONTINUED 


The first witness on Dec. 7 before the legislative commit- 
tee which is inquiring into the work of the Public Service 
Commission for the First District of New York was Ashley 
T. Cole, of counsel for the Kings County Lighting Company. 
He said that William F. Sheehan, as a partner in the firm of 
Hatch & Sheehan, attorneys for the company, is custodian 
of certain books and papers of the concern. Mr. Sheehan 
was thereupon subpoenaed to bring before the committee 
all the books and records of the lighting company. 

Commissioner Williams was then called. He was asked 
what part of his opinion regarding the Kings County Light- 
ing Company’s rate case was written from the report of 
Mr. Semple. He said Mr. Semple prepared his report 
dealing with these four matters after he had conferred with 
himself and Commissioner Hayward. There was very little 
difference of opinion between himself and Commissioner 
Hayward on the points involved. Commissioner Hayward 
told of his connection with the Kings County Lighting Com- 
pany’s rate case. He took charge of the case after Com- 
missioner Maltbie’s term of office expired, but owing to pres- 
sure of work he had the case assigned to Commissioner 
Williams. He admitted he had not written his own opinion 
in the case until after he had seen Commissioner Williams’s. 
He was asked about his talk with Mr. Semple regarding the 
oil contract of the company which, it is alleged, was made at 
a price above that which other companies were paying, 
and at a time when oil prices were on a decline. 
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Gas-Electric Car Tested on Muscatine-Iowa City Line— 
The initial trip of the first gasoline-electric motor passenger 
car over the Muscatine & Iowa City Railway, Muscatine, 
Iowa, was made on Dec. 1, 1915. A. D. Bowen, president of 
the company, and about forty members of the Muscatine 
commercial club made the trip to test the equipment. Addi- 
tional passenger motor cars and freight locomotives have 
been purchased and full operation will be inaugurated as 
soon as this equipment is received. 

Strike Suspends Service.—No efforts have been made by 
William B. Cutter, president of the Buffalo & Depew Elec- 
tric Railway, to operate cars on the line between the Buf- 
falo and the Depew city lines since the strike was called 
more than three weeks ago. A committee of citizens of 
Depew has been trying to effect a settlement of the dif- 
ferences between the men and the company, but the officers 
of the company say the line has never paid and that it can- 
not increase the wages of the men. This is the only re- 
quest made by the men. 


Effort to Secure Common User Rights in Seattle.—The 
City Council of Seattle, Wash., has passed a resolution 
directing Corporation Counsel James Bradford to make 
application for common user privileges over the Fourth 
Avenue tracks of the Seattle, Renton & Southern Railway 
in order that Division “A” of the Seattle Municipal Railway 
can derive benefits accruing from business at the trans- 
continental depots on King Street. This is a move on the 
part of the city to bolster up the earnings of the Municipal 
Railway, which is being operated at a loss. 

Report on Grade Elimination in Dallas.—The Board of 
Commissioners of Dallas, Tex., has received final recom-. 
mendations of John Findlay Wallace, the engineering ex- 
pert retained to investigate and report on the elimination 
of grade crossings within the city. Mr. Wallace recom- 
mends the construction of a belt line around the city and 
the complete removal of all railroad tracks within the city 
limits or the use of such intra-city switch tracks only dur- 
ing restricted hours at night. The carrying out of the belt 
line plan would involve an expenditure of $900,000. 


Street Railway Department for Pekin.—The City Council 
of Pekin, Ill., has introduced an ordinance to establish a 


public property and the commissioner of public affairs shall 
be the heads. Pekin has a 2-mile municipally owned street 
railway, and the ordinance provides that not less than three 
nor more than five motormen shall be employed; that their 
wages shall be fixed by the department; that one of the 
motormen or conductors shall be appointed foreman; that 
a watchman and a general repair man be employed; and that 
the motormen and conductors shall give bond in the sum 
of $1,000 each with at least two sureties. 

Extension Under Subway Car Replacement Order.—The 
Public Service Commission for the First District of New 
York has extended the time limit under which the Inter- 
borough Rapid Transit Company is required to replace 
with steel cars all the wooden or composite cars now in 
use in the subway. Early in November the company asked 
the commission for an extension of time. The commission 
referred the subject to its electrical engineer, C. W. Wilder, 
and on his recommendation it granted an extension to April 
1, 1916. From Mr. Wilder’s figures it appears that about 195 
of the 478 cars had been converted up to the time of his re- 
port. The car bodies which are replaced are to be used on ~ 
the elevated lines. 

Chicago Traction Commission Ordinance Delayed.—The 
ordinance authorizing the creation of a commission to report 
on the operating, engineering and financial questions in 
volved in the proposed consolidation of the Chicago surface 
and elevated lines, and the construction of a subway was 
brought up for passage at the meeting of the Chicago City — 
Council on Dec. 6. A number of important amendments 
were offered at that meeting and the ordinance was referred | 
back to the local transportation committee for further con- 
sideration. It was contemplated that the committee would 
act on the amendments at a meeting on Dec. 8, so that th 
ordinance can again be reported to the Council at its next 
meeting. s 

Opponents of Milroy Plan Heard.—At a meeting of the 
sub-committee of what is known as the Milroy street rail- 


name its arbitrator within five days forfeits the case. 
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way committee, held in the Council Chamber at Toledo, 
Ohio, on Noy. 30, men who voted against the franchise 
proposition at the polls were again asked for suggestions 
as to the kind of settlement they wish made. All agreed 
on municipal ownership and most of them were in favor of 
a valuation of the street railway property as a going con- 
cern. As to the method of paying for the property a 
variety of suggestions were made. Some of the speakers 
thought the city could easily float a bond issue that would 
cover the cost, while others contended that only part pay- 
ment should be made and the company should take a mort- 
gage on the property for the balance due and remaining un- 
der the contract after the initial payment. 


Mission of Fort Wayne Conciliatory Board Fails. — The 
committee of eight business men of Fort Wayne named by 
Governor Ralston early in November as a “conciliatory 
board” to try to adjust the differences between the Fort 
Wayne & Northern Indiana Traction Company and its for- 
mer employees, announced on Dec. 6 that it had failed in its 
efforts to effect a settlement of the difficulties which would 
be acceptable to both parties, and that the committee had, 


therefore, automatically expired. Travel on the cars in Fort 


Wayne is increasing despite the efforts of union labor or- 
ganizations and sympathizers to divert travel to the jitneys. 
With the advent of cold weather several jitneys have dropped 
out of service. Some of the men who went out on strike in 
September have returned to work, starting in as new men 
and working through the extra list. Efforts are still being 
made to raise money by popular subscription to stock at $10 
per share for the organization of a motor bus company to 
compete with the street railway. 


Commission Upheld in Case Involving New Construction. 
—tThe Public Service Commission for the First District of 
New York has received notification from Albany that the 
Court of Appeals, without opinion, had decided in its favor 
a case involving the double tracking of the Castle Avenue 
surface railway of the Richmond Light & Railroad Com- 
pany, in the borough of Richmond. After investigation the 
commission in 1913 ordered the company to construct and 
operate such extra tracks as may be necessary to provide 
a complete double-track railroad on this line between St. 
George, New Brighton and Broadway, West New Brighton; 
the work to be begun by June 1, 1913, and to be completed 
by Noy. 1, 1913. The company took the matter into the 
courts, and by appeal from each lower division to the Court 
of Appeals. The decision of the commission was upheld by 
all the courts. The company contended that the evidence 
before the commission did not warrant the issuance of the 
order; that its franchise permitted either a single or 
double-track line, and that the enforcement of the statutory 
penalty of $5,000 a day for violation of the order would 
deprive it of its property without due process of law, and 
therefore be a violation of the State and national consti- 
tutions. 


Wage Arbitration Decided Upon in Charleston.—The 
differences between the Charleston Consolidated Railway & 
Lighting Company, Charleston, S. C., and the motormen and 
conductors employed by it will be referred to arbitration. 
The following statement has been issued by the company: 
“The committee of the motormen and conductors called on 
the president and advised him that at a meeting of the men, 
held after his talk to them, the proposition of the company 
had been rejected and that the motormen and conductors, in 
accordance with the terms of the contract with the company, 
propose that the differences in the matter of wages he 
settled by arbitration. Section 23 of the contract with the 
local union provides that all matters in regard to wages 
* * * shall be submitted to arbitration, said board of 
arbitration to consist of one man to be named by the com- 
pany and one man to be named by the association, and the 
two arbitrators chosen shall name a third arbitrator, pro- 
vided the first two fail to agree. Either side failing to 
Mr. 
Gadsden told the committee that the company was, of 
course, prepared to abide by the arbitration provision as 
contained in the agreement with the men, and that he will 
appoint the arbitrator on the part of the company within 


_ the time prescribed by the agreement. It is the disposition 
_ of both parties to name their respective arbitrators as soon 
as practicable.” 
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Financial and Corporate 


ANNUAL REPORT 


Bay State Street Railway 


The statement of income, profit and loss of the Bay State 
Street Railway, Boston, Mass., for the year ended June 30, 
1915, as presented in the annual report of the controlling 
company, the Massachusetts Electric Companies, follows: 


Onperatins revenver sin isen aie tl aie Cv Item aerate eMC eae $9,538,406 
OMeratine expenses Loss ene wir ecw ieee a eee oe eo Nn 6,897,752 
Netsoperapine nevienuoin misanucdc cad te eee lero an se $2,640,654 
PDAS Sire sis cores Delay ates r eis eit tok Mi ec a a aie RTS Te ee aT 653,380 
Operacin sain come gnpiionin adeeb ee ea ae Be $1,987,274 
INGHEODER ATMS SINC OMe) 4 sealer nieicioanamna one oe a ees 66,459 
GRossr in Condey tach Guerin wer retrain sien te Ose at Ay ARIA ey iene Se $2,053,733 
Deductions from gross income: 
TREMUMESASOC FOAAS a iiaterad iraienieveisiel sce Ole a tate cue eLEaRE Sane $182,228 
PNUEVESte LUNGS ALAS bt Nei rwreel sae a cain ceva cie eee eee ideas 1,039,076 
Imperest)untundedy debtalere ccs) v cis sca ete otis ete eae 104,279 
MISC ellaAme Ouse s Wsracc vee tence ciate as ce suse anere Checks eres 25,599 
POvalMecua Clon se ses icccsane over cles oawhe) shee ce ia wed alec ok ere ae $1,351,183 
ENG EY AN COMIC) a) crane ui ateraiat nisbabatane ccviaisiteler nara stals ede; gia ve datetene $702,550 
Dividends: 
Hirst preferred stock at 6 per cente. ot... seo es $164,916 
Common stock at 246 (per iCent oii ee ewe wy ect 512,930. 
Motalvaividemds ase iarmerseisievers telere te ial = arava a ate letepee consi . $677,846 
Net income less dividends)... eee eae Wels cee sce $24,704 ' 
Surplus SUMS 4 BOs kOe ara, pale aval ucathe State sd tases aitdaal ea auay en 213,532 
$238,236" 
Profit and loss debits. .....0..6....- icine wees sia oe lee $253,481, 
Miscellaneous profit and loss credits............0.. : 20,996 
INGER SDR crelenceai tat rate al ate sahaeaao lena) don) Win aca ciecaraiiane $232,485 
Surplus UME SON LOM Biv craters Mhaperareah ee eld eface.e a A ate « eUale ieee $5,751 


The operating company felt the depression in business con- 
ditions during the year. The passenger earnings, instead of 
the usual increase, showed a loss for the year of $133,535, a 
result undoubtedly brought about in part by jitney competi- 
tion. Other branches of the business, however, were not so 
seriously affected, so that the year resulted in a decrease 
of $75,746 or 0.78 per cent in total operating revenues. The 
expenses, owing to increases in wages and commission rul- 
ings, showed a heavy increase of $469,888 or 7.3 per cent. 
As a result the net operating revenue decreased $545,635 or 
17.1 per cent. Taxes increased $10,057, and non-operating 
income decreased $14,637, so that the gross income of the 
company fell off $570,329 or 21.3 per cent. Deductions from 
income increased $42,392 during the year and helped the net 
income to drop from $1,315,270 to $702,549, a decrease of 
$612,721. 

To offset this falling off in business dividends were re- 
duced $564,223, which left a balance for the year of $24,703, 
a decrease of $48,498 from the previous year. This with the 
company’s surplus on June 30,1914, gave a surplus of $238,- 
235. Of this amount the company was forced to spend for 
sinking fund appropriation, $5,090; for loss on property re- 
tired, $23,067; for miscellaneous debits, $9,339, and recon- 
struction, $215,984, the last figure alone being an increase of 
$109,984 over the previous year. Total debits amounted to 
$253,481, an increase of $135,138, which with a credit of $20,- 
996 left a surplus on June 30, 1915, of only $5,751, a decrease 
of $207,780. 

The arbitration of the wage dispute between the Bay State 
Street Railway and its employees was decided June 21, 1915. 
The award was for the period between Sept. 30, 1914, and 
Oct. 1, 1916. By that award increases in wages, from Oct. 1, 
1914, to July 1, 1915, amounting to $46,000, were granted. 
From June 30, 1915, to July 1, 1916, the estimated increase 
in wages under the award will amount to $247,000. From 
July 1, 1916, to Sept. 30, 1916, both inclusive, the estimated 
increase will amount to $80,000 more than for the corre- 
sponding period of the previous year. 

During the last year the Interstate Commerce Commission 


‘ruled that the non-betterment part of reconstruction work 


must be charged to operating expenses in the year in which 
the work is done, and the accrued amount must be charged 
off in three years. The company had formerly charged the 
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balance after betterment to a suspense account until such 
time as net income would permit it to be wiped out. As a 
result of the new rule the estimated non-betterment part of 
the reconstruction completed during the year, amounting to 
$182,851, was charged to operating expenses, and one-third 
of the non-betterment part of reconstruction completed prior 
to the beginning of the year, amounting to $215,984, was 
charged off to profit and loss account, leaving $431,969 to be 
charged off during the next two years. During the last year 
the commission also ordered companies to estimate the 
amount of depreciation of equipment. As a result, $120,000 
was charged to expenses last year. 

Jitney competition first appeared at Fall River, and grad- 
ually extended to such an extent that on Nov. 1 there were 
655 jitneys and jitney buses licensed in twelve cities and one 
town in the company’s territory, and seventy-one were being 
operated in cities where no licenses are required. In Novem- 
ber this competition caused an estimated loss to the company 
of about $700 per day. In view of this and other conditions 
the directors decided that the rates of transportation must 
be increased in order to secure a reasonable return on its in- 
vestment and attract new capital, and hearings to this end 
are now being held before the Massachusetts Public Service 
Commission. 

During the year an amount of $1,052,308 was spent for 
new property and reconstruction. A total of 3.77 miles of 
new track was constructed, 18.94 miles were reconstructed 
and 2.26 miles of reconstruction were in progress at the close 
of the year. About $40,000, out of a total requirement of 
$110,000, was spent in lowering car steps in compliance with 
the orders of the commission. No new capital was issued 
during the year by the Massachusetts Electric Companies. 
The Bay State Street Railway received authority to issue 
12,819 shares of first preferred stock, but none has yet been 
issued. 


EMPIRE UNITED READJUSTMENT PLAN 


Clifford D. Beebe, president Empire United Railways, 
Inc., Syracuse, N. Y., recently announced that the directors 
had considered a readjustment of the company’s finances 
and particularly the situation of the Rochester, Syracuse & 
Hastern Railroad first mortgage 5 per cent bonds. As a 
result they decided to recommend to the bondholders the 
following plan: 

(1) That they accept a reduction in interest from 5 per 
cent to 3 per cent for a period of five years from Nov. 1, 
1915, in connection with settlement of the Nov. 1, 1915, 
coupons either in securities, or, if possible for the com- 
pany, in cash. 

(2) That the holders of the securities of the Empire 
United Railways, Inc., and its indebtedness should accept in 
place of what they now have, securities without a fixed 
charge or on an income basis. 

(3) That there should also be provided, without calling 
upon the underlying bondholders for assistance, between 
$300,000 and $400,000, to be used in taking care of capital 
expenditures for the next two years, particularly the forced 
capital expenditures in the way of paving and other re- 
quirements in the villages along the line which would affect 
the bondholders; also to take care of the car trust obliga- 
tions outstanding as they mature. 

(4) That there should be provided sufficient other funds 
for the company to be left free of all other indebtedness 
and with no fixed charge outside of the underlying bonds, 
so that all the net income which the company might earn 
on the different divisions would be first applicable to the 
underlying bonds, which would insure prompt payment of 
the semi-annual interest thereon. 

Previous items regarding the recent receivership of this 
company under H. S. Holden and C. Loomis Allen were 
published in the ELEcTRIcC RAILWAY JoURNAL of Nov. 13 
and Dec. 4. 


Atlantic City & Shore Railroad, Atlantic City, N. J.— 
The Atlantic City & Shore Railroad being unable, owing to 
jitney competition, to pay the interest due Dec. 1 on its 
$950,000 of first mortgage 5 per cent bonds, the following 
bondholders’ committee has been organized: G. Burmham, 
Jr., Harry C. Francis, Frank H. Bachman of Philadelphia, 
T. Johnson of Wilmington and David Fitzsimmons of At- 
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lantic City. A call for deposit of the bonds will probably 
be made in a short time. The appointment of Clarence C. 
Cole as receiver of the company was noted in the ELECTRIC 
RAILWAY JOURNAL of Dec. 4. 


Birmingham-Tuscaloosa Railway & Utilities Company, 
Tuscaloosa, Ala.—The Birmingham-Tuscaloosa Railway & 
Utilities Company has filed papers in the Probate Court 
showing that at a recent meeting of the stockholders and 
directors the name of the company was changed to that of 
Tuscaloosa Railway & Utilities Company, and the capital 
stock of the company, reduced from $3,500,000 to $3,000,000. 
The president is authorized to refund and retire outstanding 
collateral trust notes, and retire the trust agreement with 
the Girard Trust Company and mortgages with the Fidelity 
Trust Company. He is also authorized to issue $1,000,000 
of first mortgage 6 per cent twenty-five-year gold bonds 
and complete arrangements with the Republic Trust Com- 
pany, Philadelphia, as trustee. The company owns and 
operates the 14-mile street railway through Tuscaloosa to 
Holt, and does a lighting business in Tuscaloosa. 


Brooklyn (N. Y.) Rapid Transit Company.—Holders of 
the $59,699,000 of 5 per cent six-year gold notes of 1912, 
due on July 1, 1918, of the Brooklyn Rapid Transit Com- 
pany have been reminded that their option will expire with 
the close of business on Dec. 31 to exchange their notes, 
with all unmatured coupons attached, for an equal face 
amount of first mortgage 5 per cent sinking fund gold 
bonds of the New York Municipal Railway Corporation. 
These bonds are in coupon form with all unmatured coupons 
attached, and bear the endorsement of the Brooklyn Rapid 
Transit Company and of the New York Consolidated Rail- 
road Company agreeing to pay principal and interest 
thereon. To exercise the option the notes must be pre- 
sented, in bearer form with all unmatured coupons at- 
tached, at the Central Trust Company of New York. The 
New York Municipal Railway Corporation pays the normal 
income tax on these bonds and the corporation has also 
paid the tax on the mortgage securing the same, so that 
the bonds are exempt from local taxation as provided by 
the laws of the State. 


Buffalo & Susquehanna Railroad, Buffalo, N. Y.—The 
abandoned property of the Buffalo & Susquehanna Railroad 
between Buffalo and Wellsville has been bought by a syndi- 
cate consisting of C. A. Finnegan and Theodore Hofeller, 
Buffalo, and Abraham Weber, of S. Weber & Son, Louis- 
ville, Ky. The purchase price was $800,000, the obligations 
outstanding being assumed. Martin Bogue, of Bertron, 


Griscom & Company, New York, acted for the committee a 


of bondholders in making the sale. The new owners will 
operate the road, and it is understood experts will make 
a study of the traffic and transportation problems with a 
view of recommending the installation of electrical equip- 
ment. Included in the purchase is a 25-acre plot, fronting 
on the inner harbor of Buffalo and possessing 2000 ft. of 
dockage space suitable for grain elevators. Previous notes 
referring to an option held on this section by interests con- 
nected with the Western New York & Pennsylvania Traction 
Company were published in the ELEcTRIC RAILWAY JOURNAL 
of July 17 and Oct. 2. 

City Railway, Los Angeles, Cal_—The City Railway of 
Los Angeles has filed with the California Railroad Commis- 
sion an application for authority to issue 349 bonds, face 
value of $349,000, to the Los Angeles Railway Corporation 


in payment of money advanced and used for betterments 


and improvements. 

Grand Valley Railroad, Brantford, Ont.—At a special 
meeting of the Brantford City Council it was decided to 
give ratepayers of the city a chance to vote on the ratifica- 
tion of the sale of the section of the Grand Valley Railway 
between Paris and Galt to the Lake Erie & Northern Rail- 


way, which railway is controlled by the Canadian Pacific — 1 
Railway. The price set, as noted in the ELEcTRIC RAILWAY | 


i 


JOURNAL of Aug. 21, was $30,000, with a promise of the 


electrification of the Lake Erie & Northern Railway from 
Galt to Port Dover. C. H. Hartman, chairman of the Brant- 


ford Municipal Railway Commission, is the only one op- 
posed to the transaction. The general manager of the Galt, 
Preston & Hespeler Railway, who is acting for the Cana-— 
dian Pacific Railway in the matter, had given the Council FE | 


‘ 
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until Dec. 4 to act, but later it was decided to wait until 
the people had had a chance to approve the sale. It was 
asserted that the line would be in operation within a month 
under electric power. 


Interborough Consolidated Corporation, New York, N. Y. 
—Out of the surplus of the Interborough Consolidated Cor- 
poration the directors have purchased for investment $500,000 
of Interborough-Metropolitan Company 4% per cent collat- 
eral bonds on a 6 per cent basis. The Interborough Consoli- 
dated Corporation has also anticipated the sinking fund re- 
quirements on the $3,000,000 of 6 per cent ten-year 
Interborough-Metropolitan notes by purchasing $500,000 of 
the notes, or $200,000 in excess of sinking fund require- 
ments for the year. At this rate the notes will all be 
retired considerably before their maturity. 


Interborough Rapid Transit Company, New York, N. Y.— 
The Interborough Rapid Transit Company has sold to J. P. 
Morgan & Company $20,000,000 of first and refunding 5 
per cent bonds, making a total of $30,000,000 of the bonds 
sold under the agreement with the bankers to provide 
money this year for new subway construction. The bonds 
are a part of the $300,000,000 mortgage authorized in 1913, 
and $128,658,000 of the bonds are now outstanding. Under 

the agreement the bankers can take more bonds of this 
issue to the amount of $27,342,000. It is understood that 
the same group of investment houses that placed previous 
bonds of this issue will distribute the amount now pur- 
chased. 


Mansfield Public Utility & Service Company, Mansfield, 
Ohio.—The Ohio Public Utilities Commission on Nov. 30 
authorized the Mansfield Public Utility & Service Com- 
pany to issue $3,500 of common stock at not less than par. 
The proceeds are to be applied to the payment of the pur- 
chase price for the property and assets of the old Mansfield 
Railway, Light & Power Company, acquired at public sale 

_ last September, as noted in the ELectric RAILWAY JOURNAL 
a of Oct. -16. 


Memphis, (Tenn.) Street Railway.—The $30,000,000 mort- 
gage of the Memphis Street Railway recently filed with the 
Guaranty Trust Company, New York, as noted in the 
ELECTRIC RAILWAY JOURNAL of Nov. 20, secures an issue 
of general mortgage bonds bearing interest at not more 
than 6 per cent, dated Nov. 1, 1915, and due on Nov. 1, 1935. 
The immediate issue of $492,000 (6 per cent) is pledged as 
part collateral for the $1,500,000 of two-year 6 per cent col- 
lateral notes sold last October for refunding purposes and 
working capital. The total authorized issue of general 
mortgage bonds is $30,000,000, but $10,000,000 of this 

_amount is reserved to retire a like sum of consolidated (now 
first) mortgage 5 per cent bonds, including the $1,416,000 
of the latter pledged under the aforesaid note issue. In 
addition to the two-year note issue there were sold last 
October $600,000 of one-year 6 per cent guaranteed gold 
notes, and it was agreed that so long as these guaranteed 
gold notes are outstanding the company shall not issue its 
general mortgage bonds in an amount to exceed a total of 
$650,000, except with the consent of the holders of two- 
thirds of the collateral notes and of the holders of three- 
quarters of the guaranteed notes, and then for only 80 per 
cent of the cost of new construction. The general mort- 
gage bonds are redeemable on any interest date at 102%. 


New York (N. Y.) Railways.—John C. Cobb, Charles P. 
Howland, George B. Leighton, William H. Remick and 
Richard H. Swartwout have been elected directors of the 
New York Railways to represent the company’s adjustment 
income bondholders. These men, elected as a result of a 
_ successful proxy campaign, are said to be pledged to fight 

for the payment of full 5 per cent interest on the income 

bonds. The directors displaced by the above-named five 
men were mostly representatives of large insurance com- 
panies that some time ago withdrew from suits for pay- 
ment of back interest. They included Darwin P. Kingsley, 
_ president New York Life Insurance Company; Henry Olles- 
heimer, president Metropolitan Bank and director Metro- 
-politan Life Insurance Company; Frank S. Witherbee, 
president Witherbee, Sherman & Company and director 
Equitable Life Assurance Society, and Francis L. Leland, 
president New York County National Bank and director 


— 
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United States Life Insurance Company. The election of the 
five new directors, however, cannot result in their con- 
trolling the board and changing the company’s policy in 
regard to the payment of interest on the income bonds, for 
the stockholders are allowed to elect six members of the 
board. Their ticket, elected without opposition, included 
August Belmont, Edward J. Berwind, Thomas De Witt Cuy- 
ler, Theodore P. Shonts, Cornelius Vanderbilt and W. Leon 
Pepperman, the last named taking the place of the late 
Andrew Freedman. 


San Francisco (Cal.) Municipal Railways.—The total re- 
ceipts of the San Francisco Municipal Railway system for 
November are reported to be $233,520, the estimated net 
being $115,000. The receipts are the second largest in the 
operation of the system, being exceeded by August, 1915, 
when a total of $234,159 was reached with one day more of 
operation. During October, 1915, the total receipts were 
$214,029.62. 

San Joaquin Light & Power Corporation, Bakersfield, Cal. 
—The San Joaquin Light & Power Corporation has received 
permission from the California Railroad Commission to 
renew three promissory notes for a term not exceeding two 
years from July 15, 1915. Of these notes $100,000 is pay- 
able to the Bank of California and $200,000 to the Savings 
Union Bank & Trust Company. The new notes at 6 per 
cent are to be to the Hibernia Savings Bank of Los An- 
geles for $100,000; to the Security Trust & Savings Bank, 
$150,000, and to the Security National Bank, $50,000. The 
money from the original issue was expended in construc- 
tion, extensions and improvements. 

Seattle (Wash.) Municipal Street Railway.—The report 
of A. L. Valentine, superintendent of public utilities, on 
the operation of the Seattle Municipal Street Railway for 
October shows that the revenue of Division A amounted 
to $1,622. The expenses were $2,125, giving a loss of $503 
from operation. The revenues of the Lake Burien Line, 
Division C, amounted to $1,514, with expenses of $2,286, or 
a loss of $772. The total loss for both lines for the month 
was $2,868, this figure including $1,593 for interest on 
bonds. 

Syracuse & South Bay Electric Railroad, Syracuse, N. Y. 
—Justice Andrews on Dec. 4 ordered the foreclosure sale of 
the Syracuse & South Bay Electric Railroad and the Syra- 
cuse, Watertown & St. Lawrence River Railroad. These two 
companies, which are financially distinct but are operated 
under one management, were some time ago placed in the 
hands of Ernest Gonzenbach as receiver, as noted in the 
ELECTRIC RAILWAY JOURNAL of May 29. The purpose was 
reported to be a friendly readjustment having in view the 
consolidation of the two properties. It has not been an- 
nounced when the sales now ordered will take place or 
whether they will be made together, but notice of sale must 
be published for six weeks. The reports of the referees ap- 
pointed by the court to compute the amounts due trustees of 
the mortgages were presented to Justice Andrews by E. I. 
Edgcomb. Referee Carl E. Dorr, who acted in the case of 
the Bankers’ Trust Company, New York, against the Water- 
town road, reported that the amount due on the mortgage of 
this company was $236,353. Referee Thomas W. Dixon, who 
acted in the case of the South Bay line, reported that $591,- 
250 was due on the mortgage held by the Equitable Trust 
Company, New York. 

United Gas & Electric Corporation, New York, N. Y.— 
A dividend of 8 per cent has been declared on the $9,284,800 
of first preferred stock of the United Gas & Electric Cor- 
poration, payable on Dec. 30 to holders of record on Dec. 
20. This is the first payment since April, 1914. President 
George Bullock is quoted as saying: “I have every reason 
to believe that with a continuation of the present prosperity 
of the company the payment of current dividends from now 
on will be resumed on our first preferred stock, as the 
operating results of all the subsidiaries for the past six 
months have been very gratifying, and substantial in- 
creases in both gross and net are being shown by practi- 
cally all the companies.” 

United Light & Railways Company, Grand Rapids, Mich. 
—It is announced that the United Light & Railways Com- 
pany will on Jan. 1 redeem $500,000 of outstanding notes. 
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DIVIDENDS DECLARED 


Arkansas Valley Railway, Light & Power Company, 
Pueblo, Col., quarterly, 184 per cent, preferred. 

Brazilian Traction, Light & Power Company, Ltd., To- 
ronto, Ont., quarterly, 1% per cent, preferred. 

Continental Passenger Railway, Philadelphia, Pa., $3. 

Interstate Railways, Camden, N. J., 30 cents, preferred. 

United Gas & Electric Corporation, New York, N. Y., 
8 per cent, first preferred. 

United Light & Railways Company, Grand Rapids, Mich., 
quarterly, 1% per cent, first preferred. 

United Traction & Hlectric Company, Providence, R. L., 
quarterly, 14% per cent. 

West End Street Railway, Boston, Mass., $2, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
ATLANTIC SHORE RAILWAY, KENNEBUNK, ME. 


: Operating Operating Operating Fixed Net 
Period Revenues Expenses Income Charges Income 
dims; Ochs 205. $24,486 $23,839 $647 $612 $35 
ai ss "14 27,184 26,024 1,160 623 537 
AMERICAN RAILWAYS, PHILADELPHIA, PA. 
dims, JOE.) Dy SSAC DIAO Lake given ue canal navasaeereeh NORE oe en ne nie Pie 
by Be "14 WE AY ZO aN te rere a aes hor xan eiral open Hilt bemerr one eee manna gee 
Lo a PEO (E446 8,0 Simic mepeteard mart, a vatavs ehh lan mane baye ech eae MNGi 
10" se Dit AOR BOD | ere areca ane gabal atlases LTS eh ae mee eens 
BROCKTON & PLYMOUTH STREET RAILWAY, PLYMOUTH, 
MASS. 

1m., Sept., ’15 $12,040 *$8,536 $3,504 $1,103 $2,401 
pee Hd 14 13,080 *9 240 3,840 1,105 2,735 
12 “ sf "15 115,736 *98,381 17,355 13,600 3,755 
2c ef 14 120,480 *100,965 19,515 12,845 6,670 


BERKSHIRE STREET RAILWAY, PITTSFIELD, MASS. 


UM OCs ie sup: $81,179 *$67,879 $13,300 $16,846 +4$3,383 
ae ie 14 90,000 *97,653 47,653 17,372 424,883 
ioe e 715 352,785 *259,633 93,152 67,741 %+26,016 
AEs ve "14 875,320 *334,996 40,324 68,607 727,552 


CONNECTICUT COMPANY, NEW HAVEN, CONN. 


1im., Oct., °15 $711,185 *$508,783 $202,402 $98,014 +$127,637 
ne my 714 654,584 *500,921 *153,663 98,754 £76,686 
CW fs 715 3,067,969 *2,008,869 *1,059,100 392,430 $759,458 


4“ oo "14 «62,959,943 *2,175,961 *783,982 393,860 %+476,627 


CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY, 
CLEVELAND, OHIO 


1im., Oct., '15 $109,962 *$77,199 $32,763 $27,526  4$5,319 

as * 14 107,610 *70,836 36,774 27,478 $9,296 
10 “ of 715 «1,030,094 *696,754 333,340 274,987  %59,319 
LO Y 714 «1,058,200 *683,804 374,396 273,456 +100,940 

LAKE SHORE ELECTRIC RAILWAY 
CLEVELAND, OHIO 

1m., Oct., ’15 $118,315 *$75,476 $42,839 $36,283 $6,556 
poe ae 14 113,777 *72,977 40,800 35,801 , 
LOu ae "15 1,150,649 *746,619 404,030 361,116 42,914 
alas vs 714 1,212,704 *746,859 465,845 335,038 130,807 


NEW YORK & STAMFORD RAILWAY, PORT CHESTER, N. Y. 


im., Oct., '15 $28,216 *$24,278 $3,938 $8,005 +4$4,011 
Se AS eC nT 27,142 . *25,085 23057 1.876 ++£5,776 
4 © 15 1615568 111,030 50,538 32,005 418,796 
4 “ 944 166375 115,642 50,733 31,508 $19,446 


NEW YORK, WESTCHESTER & BOSTON RAILWAY, 
NEW YORK, N. Y. 


imyOcky etLp $45,190 *$40,898 $4,292 §$4,495 +4$1,129 
pM * "14 39,074 *42,943 73,869 §5,873 48,209 
4“ oe "15 170,076 *166,354 8,722 §25,038 +414,412 
4“ ve 14 149,223 171,182 721,909 §23,695 7439,147 
RHODE ISLAND COMPANY, PROVIDENCE, R. I. 
1m., Oct., °15 $439,590 *$342,111 $97,479 $120,284  +4$4,630 
a Whe “ 14 440,696 *337,179 103,517 118,551 +13,004 
4% ae "15 1,898,150 *1,363,843 534,307 481,674 484,313 
4“ fe 14 1,979,491 *1,381,168 598,323 474,500 $158,498 


TWIN CITY RAPID TRANSIT COMPANY, 
MINNEAPOLIS, MINN. 


1im., Oct., °15 $806,542 $488,732 $317,810 $142,969 £$175,882 
eo Gans "14 798,732 473,343 325,389 132,777 $193,977 
110,55 pe 15 «7,802,968 5,020,123 2,782,844 1,354,075 £1,448,242 
LON ie 14 7,785,571 4,789,642 2,945,928 1,309,280 $1,647,804 


WESTCHESTER STREET RAILWAY, WHITE PLAINS, N. Y. 


im. Oct, . "15 $22,249 *$21,719 $530 $1,607 ++$1,049 
Lite rs 14 22,995 *23,947 - F952 1,298 42,237 
es 4 "15 96,381 *87,792 8,589 6,393 teie 
que 14 103,633 *94,954 8,679 4,911 3,818 

*Includes taxes. +Deficit. tIncludes non-operating income, 


§Excludes interest on bonds, charged income and paid by the N. Y., 
N. H. & H. R. R., under guarantee; also interest on notes held by 
the N. Y., N. H. & H. R. R. not credited to income of that com- 


pany. 
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Traffic and Transportation 


ACCIDENTS IN NEW YORK DECREASE 


Near-Side Stops in Use Since 1914 Said to Be Responsible 
for Good Showing 


Surface cars in Greater New York have been making the 
near-side stop since Sept. 1, 1914. There has never been 
a month during this period in which there has not been a 
decrease in the number of street accidents. Frequent re- 
ports have been issued by the Safety First Society during 
the past year containing statistics bearing out the contention 
of the organization’s official that it would prove to be one 
of the greatest factors in reducing the number of accidents 
and fatalities in Greater New York. A tabulation of street 


accidents for the five months from June 1 to Oct. 31 of this 


year as compared with the same months last year follows: 


1914 1915 

Car -COMASIONSD 255 ay chu snipe nten svete eve min aceasta svckaaaearene 582 366 
PELrsonss SUCUICKs: skrun stupa meer aaa podetoneitceeas earls oak ce rat 1,489 1,251 
Vehicles Strick s.r: spain eears gel wean nie asaya necane) etek 5,973 5,744 
Boarding) ve iccnres ante eters i ohre seh erie onelavebe reper none anoters 3,236 2,685 
AMET TINE a xcoihrs eae Ca en Oe Ee 4,831 4,038 
16,111 14,084 


This statement contains both fatal and non-fatal acci- 
dents, but for ascertaining the success of the ordinance as 
regards fatalities, the following compilation has been made 
for the same periods: 


1914 1915 
Car. Collision si iisc is ssieleies ile 0 0 
Persons struck .. 31 25 
Vehicles struck 12 2 
Boarding ... jit ereeets 4 1 
AU eit in Be irencrcrerusiess ane vere are vein es alanine tes cae ietellarey ne terete 8 i 
55 35 


In Manhattan, where there are more congested sections, 
the success of the ordinance remains indisputable. The 
Safety First Society particularly requested the Public Serv- 
ice Commission to compile a tabulation of the accidents in- 
volving the operation of street cars during June, July, 
August, September and October when the schools are closed 
and the children are using the streets more than at any other 
time in the year. In Manhattan the figures show a decrease 
of 1219 accidents, with fatalities reduced from twenty-nine 
a year ago to seventeen this year. The Brooklyn and 
Queens statistics have been combined, as there are several 
companies operating in both boroughs. The decrease in this 


section shows a total of 482, there having been 7096 acci- 


dents during the period indicated last year as compared to 3 
6614 this year. The fatalities have almost been cut in two, | 
there having been twenty deaths recorded last year as com- 
pared to eleven this year. 

There have been no increases, either in fatal or non-fatal 
accidents, in the Borough of Manhattan during the present 
year, while in the Brooklyn-Queens section there has been 
an increase of 111 accidents involving persons boarding cars, 
and an increase in the number of accidents wherein people 
were killed while alighting from street cars. This tabula- 
tion, showing a general average decrease in street car acci- 
dents, offers conclusive proof of the successful operation of 
the near-side stop ordinance, and the Safety First Society — 
officials also contend that the installation of the “car stop- 
safety zones,” have been of much assistance in providing 
better safeguards for the patrons of the surface lines. 


PENALTIES CLAIMED IN MILWAUKEE 


Violations Charged of the Railroad Commission’s Service — 
Order Issued in 1913 


The State of Wisconsin, in an action begun on Dec. 6 — 
in the Circuit Court for Dane County, charging violations — 
of the order of the Railroad Commission issued on Dec. 25, — 
1913, fixing standards for street railway service in Mil- — 
waukee, has sued The Milwaukee Electric Railway & Light — 
Company for penalties aggregating $186,000. The State’s — 
complaint comprises a document of over 225 pages, and is — 
based on data furnished by City Attorney Hoan, who was — 
elected on the Socialist ticket. The company has twenty — 
days in which to answer, which will bring the case on for — 
trial at the January term of the Dane County Circuit Court. — 

The complaint charges specifically 186 separate violations — 
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of the commission’s order. It is charged, in each instance, 
designating the time and place and the number of pas- 
sengers carried, the number of seats furnished and the 
number of seats required under the order, that the street 
railway “failed, refused and neglected” to furnish the num- 
ber of seats required, “all in violation of said order and 
contrary to law.” It is alleged in each instance that “the 
defendant thereby became indebted to the State of Wis- 
consin in the sum of $1,000, whereby a right of action ac- 
crued to the State of Wisconsin for the recovery thereof, by 
virtue of and pursuant to the provisions of Secs. 1797-27 
and 1797-31, Wis. Stat.” The statutes referred to prescribe 
a penalty of $100 to $10,000 in the discretion of the court for 
any neglect, failure or refusal by a railway company to obey 
any lawful requirement of a service order of the commis- 


_ sion. 


After the service order on which the suit is based was 
issued by the commission the company complained that it 
was vague and impracticable of application in its existing 
form and applied to the commission for an interpretation 
and modification of the order. At its request a hearing was 
granted on these points, and testimony was presented to 
justify its claims by the company about a year ago, but no 
decision has been handed down by the commission. The 
violations which are alleged to have been committed occurred 
after the company had applied for this interpretation of the 
order. : 


Lexington Employees’ Publication—Employees of the 
Kentucky Traction & Terminal Company, Lexington, Ky., 
have begun publication of The Employees’ Bulletin. 

Hoboken Fare Hearing on Jan. 12.—The application of 
the city of Hoboken to require the Public Service Railway 
to operate for a 3-cent fare in Hoboken will be heard by the 
Board of Public Utility Commissioners of New Jersey in 


_ the court house in Jersey City on Jan. 12. 


St. Louis Skip Stop Report to Be Filed Dec. 15.—The time 


of filing the report on the stop elimination test by the United 


Railways, St. Louis, Mo., has been extended until Dec. 15, on 
an order made by the State Public Service Commission. 
John M. Atkinson, chairman of the commission, said that a 
hearing would be held in St. Louis before the report is filed 
by the company. 

Jitney Measure Before Newark Council.—The Newark, 
N. J., jitney ordinance, referred to in the ELEctTRICc RAIL- 
WAY JOURNAL of Noy. 20, was approved by the license com- 
mittee of the Common Council on Dec. 2. On Dee. 3 the 
measure was passed on first and second reading and or- 


dered to a third reading and then recommitted to the 


‘license committee. 
Prize Contest by Elevated in Chicago.—The Chicago (IIl.) 


_ Elevated Railroads has announced through Elevated News, 


its official publication, a contest to close on Dec. 31, in which 
the person sending in the best letter on “An Experience with 


_“Hilevated Service” (telling how the elevated has helped 


him in some way) will be awarded a cash prize of $25; 
the person sending in the next best letter, a cash prize of 
$15; and the third, a cash prize of $10. 

New Orleans Jitney Ordinance Held “Ultra Vires.”—The 
Supreme Court of Louisiana has annulled the New Orleans 
ordinance on the ground that while the municipality had 
the power to regulate jitneys, along with other vehicles, a 
measure that is in fact prohibitory is ultra vires and void. 
The court held that the city had no power to interdict the 
use of the streets to vehicles such as are commonly oper- 
ated in cities any more than it had the power to interdict 


their use by pedestrians. 


Fresh-Air Car for Texas Line-——The Bryan & College 
Interurban Railway, Bryan, Tex., has ordered what it de- 
scribes as “a large windowless electric car.’ In order to 
induce travel for health and pleasure the company will 
operate the car every Sunday from 4 p. m., to 7 p. m., be- 
tween Villa Maria and College Station at 10 cents for the 
round trip, a rate less than 1 cent a mile. This arrange- 


“ment will not affect the regular schedule or the regular 


rate of 25 cents between Bryan and College and 10 cents 
_ between Bryan and Villa Maria. 

__ Change in Route of Washington Jitneys Allowed.—The 
Public Utilities Commission of the District of Columbia 
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has granted the application of the District Jitney Bus Com- 
pany for permission to discontinue operation over the route 
authorized by the commission’s order No. 166, dated Oct. 27, 
1915, and hereafter to operate from Highth Street and 
Pennsylvania Avenue, N. W., west on Pennsylvania Avenue 
to Fifteenth Street, north on Fifteenth Street to Massa- 
chusetts Avenue, west on Massachusetts Avenue to Six- 
teenth Street, north on Sixteenth Street to U Street, and 
return. 


Reduction in Fare Ordered.—The Public Service Com- 
mission of Washington has ordered the Gray’s Harbor 
Railway & Light Company, Aberdeen, Wash., to reduce 
to 5 cents the single-trip fare between Cosmopolis and 
Aberdeen. The fare heretofore has been 10 cents. The 
commission finds that since the Cosmopolis line is only 
0.625 miles long, and most Cosmopolis patrons ride only 
to the mill section of Aberdeen, the average trip from 
Cosmopolis to Aberdeen actually is shorter and less ex- 
pensive to the company than the average trip within the 
city limits of Aberdeen, for which only 5 cents is charged. 


Route Changes Ordered in Los Angeles.—In order to re- 
lieve traffic congestion in the business district, the Board 
of Public Utilities of Los Angeles, Cal., has issued an order, 
effective on Dec. 1, which calls for a complete revision of 
the car routing plan in the down-town system of the Los 
Angeles Railway Corporation. Ten existing car lines are 
to be discontinued and twelve new lines established, while 
the practice of turning cars back is to be discontinued. 
The plan does away with curves as far as possible, and in 
the main only straight line crossings are to be permitted. 
However, the present service on Broadway and Hill Streets, 
two of the busiest thoroughfares, will not be disturbed. 


Jitney News from Fort Worth and Austin.—The jitney 
ordinance of Fort Worth, Tex., has again been held constitu- 
tional and the right of the city to regulate the jitneys up- - 
held in a decree handed down by the Court of Civil Appeals 
for the Second Supreme Judicial District, which affirms the 
judgment of the Sixty-Seventh District Court in the case 
of the Auto Transit Company of Fort Worth versus the 
city of Fort Worth. The case was filed in the form of an 
application for an injunction to prevent the enforcement of 
the ordinance. Jitneys in Austin, Tex., ceased operating on 
Nov. 30, with the enforcement of the regulatory. ordinance 
which has been upheld both in the Corporation Court and 
the Court of Criminal Appeals. The operators claim that 
the Austin law is too stringent to render the business 
profitable. 


Voluntary Reduction in Interurban Fares.—L. H. Bean, 
manager of the Seattle-Tacoma interurban line of the 
Puget Sound Electric Railway, Tacoma, Wash., has an- 
nounced a voluntary reduction in passenger fares between 
Seattle and Georgetown, including points south in the 
Duwamish Valley. The new rates to become effective on 
Noy. 25. A. W. Leonard, president of the Puget Sound- 
Traction, Light & Power Company, in speaking of the re- 
duction, said: “The company in making the reduction in 
fares on the Seattle-Tacoma interurban system, including 
the Renton line, does so in the belief that its service, which 
will be as good as can be found on similar lines in this 
country, will receive the patronage and support it deserves. 
The move is in the nature of an experiment. It is expected 
that the people of the valley will prefer our dependable 
service to disjointed, irresponsible and unreliable jitney 
service. The service will be of high order, and it will be 
made permanent if the patronage warrants it. There will 
be transfer privileges on all fares.” The round-trip fare 
between Georgetown and Renton has been reduced from 54 
cents to 28 cents. 

Only Twelve Fatal Accidents in New York City in 
October—The engineers of the Public Service Commission 
for the First District of New York have made a report upon 
the accidents occurring on railroads and street railroads 
in that district for the month of October, 1915. The report 
shows that only twelve persons were killed during the 
month. This is the smallest total in the history of the com- 
mission. The largest number of fatalities ever reported 
was in the month of September, 1907, when sixty-three 
persons lost their lives. When the commission was created 
the number of persons killed ranged from 500 to 600 a 
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year. This has been practically cut in two, notwithstanding 
the greatly increased traffic. The report for October shows 
a decrease in the number of accidents as well as in the 
fatalities. The total number of accidents was 5395 against 
5519 for October of last year. Of the total 3920 accidents oc- 
curred on surface lines, 950 on subway and elevated lines, 
509 on railroad trunk lines, twelve on railroad terminal 
lines and three on motor bus lines. Of the killed six met 
death on the surface lines, four on the subway and elevated 
lines, one on railroad trunk lines and one on a railroad 
terminal line. 


Chicago Company Seeks Relief from Wagon Traffic.— 
Underneath a line cut showing a heavily-loaded dray 
broken down on the car tracks the Chicago (Ill.) Surface 
Lines in a recent daily newspaper advertisement said: 
“Were you late for work this morning? How many times 
have you been late this year owing to delays in street car 
traffic caused by wagons and trucks whose drivers refuse 
to get out of the car tracks, or by breakdowns of vehicles 
in the car tracks? We want to improve our service. Our 
problem is one of track capacity. With the limited number 
of outlets from the loop we can move only so many cars in 
a given time. We can move the maximum number of cars 
only if we can have the maximum use of our tracks. We 
ean do nothing to correct present conditions until the City 
Council passes an ordinance giving us the use of our tracks 
—at least during rush hours. The present ordinance per- 
mits the obstruction of traffic by vehicles. If you want 
better service, write a letter to your aldermen, or to the 
local transportation committee, telling them that you want 
such an ordinance, and why. The City Council will respond 
to your wishes if you will take the trouble to express them. 
Write your letter to-day.” 


Schenectady Service Questions Before Commission.— 
James F. Hamilton, general manager Schenectady (N. Y.) 
Railway, agreed before the Public Service Commission of 
the Second District on Dec. 1 to have the Schenectady cars 
east-bound make the regular stops between the city line 
and Watervliet Avenue for the accommodation of local 
passengers. The hearing was on the complaint of residents 
of Albany against the Schenectady Railway and the United 
Traction Company as to the transfer situation between the 
two lines on local traffic. The officials of the road assured 
the commission that if east-bound cars refused to stop it 
was probably due to a misunderstanding on the part of the 
crews and that the matter would be remedied. The com- 
pany still refuses, however, to carry local west-bound pas- 
sengers. Recently the commission ordered transfers to be 
issued and accepted by the two lines for all local passen- 
gers, whereupon the Schenectady Railway posted a notice 
that it would carry no local passengers west. Reuben S. 
Calkins for the complainants raised anew the question of 
universal transfers between the two companies. The com- 
panies were allowed ten days in which to file any briefs they 
may wish supplemental to those filed some time ago when 
the case was up before. 


Seeking to Correct Transfer Abuses in Columbus.—A 
change in the method of issuing and receiving transfers on 
the cars of the Columbus Railway, Power & Light Com- 
pany, Columbus, Ohio, has been announced, to be effective 
at an early date. S. G. McMeen, president of the company, 
said recently: “The transfer system that has been in use in 
Columbus for several years has brought about certain prac- 
tices that have curtailed the legitimate and expected reve- 
nues of the company. Whatever the loss to the company 
may be through the abuse of transfer privileges, it is an 
earning that not only the company is entitled to, but one 
that should be counted since it is of benefit to the car 
riders of the city, to the end that fare reductions may not 
be precluded or fare increases may not be exaggerated. 
The company realizes that so great a change from present 
habits to something radically different, no matter what the 
necessity, ought not to be made in a moment nor without 
proper discussion. The mere fact that the company has 
the power to make these new rules is not sufficient for un- 
due haste. Therefore, we have determined to discuss this 
whole matter with the people of Columbus before we even 
ser, the date for the change. We invite the frankest discus- 
sion, criticism and comment.” 
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Personal Mention 


Mr. Frank A. Spies has been elected president of the 
Menominee & Marinette Light & Traction Company, Me- 
nominee, Mich., to succeed Mr. Augustus Spies. 


Mr. W. E. Nemits, chief clerk to the general claim agent 
of the Chicago (Ill.) Surface Lines, has been appointed as- 
sistant general claim agent. 


Mr. Frank J. Gatrell, formerly chief adjuster of the Chi- — 
cago (Ill.) Surface Lines, has been appointed acting general — 
claim agent to succeed Ralph S. Rowley, deceased. fl 

Mr. Charles Smeeth has been appointed superintendent 
of the Ironwood & Bessemer Railway & Light Company, 
Ironwood, Mich., to succeed Mr. F. L. Blackhurst, resigned. 


Mr. Frederick B. Van Vorst of New York has been elected 
to the office of vice-president of the United Railways In- 
vestment Company and not to that of secretary, as men- 
tioned in a recent issue. « 


Mr. W. Leon Pepperman, assistant to the president of 
the Interborough Rapid Transit Company and the New 
York (N. Y.) Railways, has been elected a director of the 
latter company to succeed the late Andrew Freedman. 


Mr. George Caywood has been appointed engineer of the 
power station of the Twin City Rapid Transit Company, 
Minneapolis, Minn., to succeed Mr. Donald Goodrich, who is” 
superintendent of the Minneapolis division of the company. 

Mr. C. K. Minary, president and treasurer of the Benton 
Harbor-St. Joe Railway & Light Company, Benton Har- 
bor, Mich., has also been appointed manager of the com- 
pany to succeed Mr. H. C. Mason, whose resignation, ef- 
fective Dec. 1, was noted in the ELECTRIC RAILWAY JOUR- 
NAL of Oct. 30. § 


Mr. A. J. Klatte has been appointed acting electrical engi- 
neer of distribution of the Chicago (Ill.) Surface Lines to 
succeed Herbert M. Wheeler, deceased. Since the consolida- 
tion of the Chicago City Railway and the Chicago Railways 
as the Chicago Surface Lines Mr. Klatte has served as as- 
sistant engineer of electrical distribution. 

Mr. Harry H. Hanson, the newly appointed superintend- 
ent of Division 7 of the Boston (Mass.) Elevated Rail- — 
way, entered railroad work in 1889 as conductor on the old 
Brattle Street line. After three years he was made starter — 
and later became inspector. In 1901, on the opening of the — 
elevated, he was appointed to the position of district super- 
visor and stationed at Dudley Street. In February, 1913, _ 
he was promoted to be superintendent of Division 2, with — 
headquarters at Lenox Street. The approaching comple- 
tion of the extension of the East Boston tunnel to Bowdoin 
Square, connecting with Cambridge lines at that point, 
brought about the consolidation of Division 4 (Hast Bos- 
ton) and Division 7 (Cambridge), all under one head, Divi- 
sion 7, and Mr. Hanson was placed in charge. 


Mr. W. B. Saunders, formerly consulting engineer of 
Minneapolis, and previous to that a member of the field 
staff of H. M. Byllesby & Company, Chicago, has been ap- 
pointed engineer for the Railroad and Public Service Com- 
mission of Montana. Mr. Saunders received his profes- 
sional education at the University of Wisconsin and first 
engaged in engineering work on the forces of the Union 
Pacific Railway in 1901. He served with the Rocky Moun- 
tain Bell Telephone Company from 1903 to 1904, and with 
the Salt Lake Route for a short period in 1905. From the 
latter year until 1906 he was engineer and construction — 
supervisor for the Michigan State Telephone Company, 
leaving that work to become assistant engineer in the © 
United States Reclamation Service. He joined the forces — 
of H. M. Byllesby & Company in 1910 and continued ‘with — 
them until 1913. In 1914 he opened offices in Mankato, — 
Minn., to engage in consulting practice. 


ad 

Mr. George Lorne Guy has been appointed engineer of the — 
Manitoba Public Utilities Commission, Winnipeg. Mr. Guy 
was born at Portage du Fort, Que., on April 14, 1883, and ~ 
was educated at Camden East, Newburgh, and Queen’s Uni- 
versity, Kingston, Ont. From 1899 to 1902 he was armature, — 
transformer, meter and test operator with the Canadian ~ 
General Electric Company at Peterborough, Ont. From 1902 — 
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to 1907 he was chief electrician with Graves, Bigwood & 
Company, at Byng Inlet, Ont., and during the winter months 
of these years attended Queen’s University. From 1907 to 
1908 he was engaged in contract construction work at Cam- 
den East, Yarker and Newburgh, Ont. From 1908 to 1910 
Mr. Guy was engineer of rolling stock with the Winnipeg 
(Man.) Electric Railway. From 1910 to 1912 he was engi- 
neer with the electrical department of the city of Winnipeg, 
and from 1912 to 1914 was sales manager of the electrical 
department of the Canadian H. W. Johns-Manville Company 
at Winnipeg. Since March 1, 1914, he has been engaged in 
private practice as a consulting electrical engineer. 


Mr. G. Sabin Brush, chief clerk of Division 8 of the 
Boston (Mass.) Elevated Railway, has been appointed 
superintendent of the railway department of the Cumber- 
land County Power & Light 
Company, Portland, Me. Mr. 
Brush was born at Still- 
water, Minn., in 1884. In 
1903 he entered the Massa- 
chusetts Institute of Tech- 
nology, taking the course in 
mechanical engineering, and 
during vacations he was 
employed by the Middlesex 
& Boston Street Railway at 
Newtonville, Mass. Here 
Mr. Brush did much original 
work in the direction of 
publicity for traffic stimula- 
tion, and in 1908 entered the 
employ of the Boston Ele- 
vated Railway in the trans- 
portation bureau. He was 
later transferred to the 
president’s office, then to the claim department, and in the 
fall of 1910 was appointed chief clerk of Division 6, with 
headquarters at Sullivan Square Terminal, Charlestown. 


G. SABIN BRUSH 


eC Shortly afterward Mr. Brush became chief clerk of Division 


8, which comprises the entire business section of Boston 
Mr. 
Brush is a brother of Mr. Matthew C. Brush, second vice- 
president of the Boston Elevated Railway. He is a member 
of the New England Street Railway Club. On the afternoon 
of Dec. 4 he was presented with a chest of silver at the 
main offices of the company in Boston on behalf of starters, 
inspectors, office and other employees. A farewell dinner 
was held in his honor on the same evening at the Engineers’ 
Club, Boston, at which many officers of the company were 
present. In his new position, which he assumed this week, 
Mr. Brush will have charge of the operation of 107 miles of 
track in Portland and vicinity. 

Mr. Oscar S. Straus, New York, ex-Ambassador from this 
country to Turkey and Progressive candidate for Governor 
in 1912, was named by Governor Whitman on Dec. 9 as 


| member and chairman of the Public Service Commission for 


the First District, to sueceed Mr. Edward E. McCall, who 
was removed from office on Dec. 6. The Governor said that 
Mr. Straus had accepted the position, and expected to qual- 
ify soon. Mr. Straus was born in Bavaria on Dec. 23, 1850. 


He lived in Talbotton, Ga., and afterward went to Columbus 


Ga., where he resided until 1865, when he moved to New 
York. He was graduated from Columbia University with 
the degree of A.B. in 1871. In 1873 he received the degree 
of LL.B. and in 1874 was granted an A.M. degree. He prac- 
tised law in New York from 1873 to 1881. He was a mem- 
ber of the firm of L. Straus & Sons, importers of pottery 
and glassware, in New York from 1881 to 1906. He was 
Envoy Extraordinary and Minister Plenipotentiary to Tur- 
key from 1887 to 1889 and again from 1898 to 1901. He was 
appointed a member of the Permanent Court of Arbitration 
at the Hague in 1902 to fill the vacancy caused by the death 
of former President Harrison. Ex-President Roosevelt ap- 
pointed Mr. Straus Secretary of the Department of Com- 
merce and Labor, and he served in that capacity from Dec. 


17, 1906, to March 4, 1909. For the third time he was ap- 


pointed Envoy Extraordinary and Minister Plenipotentiary 


_ to Turkey and served from May, 1909, to December, 1910. 


_ He was formerly president of the New York Board of Trade 
and Transportation; also of the National Primary League 
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and of the American Social Science Association. He was 
vice-president of the National Civic Federation and the In- 
ternational Law Association. In 1914 he was appointed 
chairman of the arbitration commission’ selected to decide 
the wage dispute between the Eastern railways and their 
engineers. In 1912 he was the Progressive candidate against 
Mr. Sulzer for Governor of New York. The appointment of 
Mr. Straus as chairman of the commission was announced 
after the first editorial page of this issue had gone to press. 
This paper considers the appointment of Mr. Straus a good 
one and extends its congratulations to Governor Whitman on 
his selection. 


OBITUARY 


William H. Bache, retired manager of the Graphite Lu- 
bricating Company, Bound Brook, N. J., died on Nov. 12. 


James Carrigan, who completed fifty years of continuous 
service with the Union Railway, New York, N. Y., died on 
Dec. 1. At the time of his death Mr. Carrigan was actively 
associated with the Union Railway as general superin- 
tendent. Mr. Carrigan, who was seventy-six years of age, 
began his railroad career with the old Huckleberry line in 
The Bronx in 1864, driving a street car between Harlem 
Bridge and Morrisania. 


John H. Studley, for thirty-seven years identified with 
street railway service in eastern Massachusetts, died at 
Malden, Mass., on Dec. 5. Mr. Studley was born in Charles- 
town, Mass., sixty-three years ago. He was formerly 
treasurer of the old Middlesex Street Railway and of the 
Boston & Chelsea Street Railway. For many years he was 
employed by the Boston Elevated Railway in connection 
with transfer work. He is survived by his widow and a 
married daughter. 


George W. Bruce, for twenty-three years claim agent of 
the street railway lines in Indianapolis, Ind., died at his 
home in that city on Nov. 28. He was seventy years old. 
Mr. Bruce was born in Dearborn County, Ind., on Sept. 8, 
1845. He was educated at Moores Hill College, and, after 
he was graduated, taught school for about two years. He 
then went to Cincinnati and became connected with the 
Adams Express Company. Later he was appointed agent 
for this company at Indianapolis. After nearly fifteen 
years’ service with the Adams Express Company, Mr. Bruce 
was chosen bailiff in the Superior Court at Indianapolis 
and held that office for about twelve years. In 1892 he was 
appointed claim agent for the Citizens’ Street Railroad, which 
then operated the street railway lines in Indianapolis, and 
he continued as claim agent for the Indianapolis Traction 
& Terminal Company when that company leased the street 
railway properties. Mr. Bruce is survived by his widow, 
two sons, a sister and two brothers, one of whom, Joseph 
G. Bruce, is connected with the claim department of the 
Indianapolis Traction & Terminal Company. 

Andrew Freedman, financier, director of many corpora- 
tions and a silent power in Democratic politics in New York, 
died on Dec. 4. Mr. Freedman was born in New York City 
on Sept. 1, 1860. He attended the public schools and later 
the College of the City of New York, from which institution 
he was graduated. His first business connection was with a 
wholesale dry goods house. In 1885 he entered the real 
estate business and became a specialist in this field. In 
1898 Mr. Freedman became interested in the Fidelty & 
Guarantee Company, Baltimore. He left that company in 
1903 to organize the Casualty Company of America. The 
formation of the Interborough Rapid Transit Subway Con- 
struction Company was largely due to his efforts. It is 
said that it was to him that Mr. John B. McDonald came 
with the idea of the New York subway, and together they 
interested Mr. August Belmont in the project. As the owner 
of the New York Baseball Club Mr. Freedman came into 
national prominence in the world of sports. In 1902 he sold 
his interest in the Giants to the late John T. Brush. Mr. 
Freedman was a director of many companies, among them 
the Interborough Rapid Transit Subway Construction Com- 
pany, the New York Transportation Company, the Fifth 
Avenue Coach Company, the New York Consolidated Com- 
pany, the New York & Queens County Railway and the 
New York Railways. Mr. Freedman was also a trustee of 
the New York & Long Island Railroad. He was unmarried. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously 
reported. 


RECENT INCORPORATIONS 


*Consolidated Utilities Company, Wilmington, Del.—In- 
corporated in Delaware to lease, own and operate electric 
railways. Capital stock, $3,300,000. Incorporators: Her- 
bert E. Latter, Norman P. Coffin and Clement M. Egner, all 
of Wilmington. 


*Youngstown & Niles Railway, Youngstown, Ohio.—In- 
corporated in Ohio with a capital stock of $10,000. R. P. 
Stevens, president of the Mahoning & Shenango Railway & 
Light Company, has stated that the new line will extend 
from the Mahoning Avenue line to Niles, along the south 
side of the Mahoning River. Incorporators: James P. Wil- 
son, U. C. DeFord, Fred J. Heim, Richard Wilson and J. W. 
Blackburn. 

*Green Bay & Eastern Railway, Green Bay, Wis.—In- 
corporated in Wisconsin to construct a line from Green Bay 
to Sheboygan via Manitowoc, 70 miles. Capital stock, $50,- 


000. Among the incorporators are Charles Frazier and 
Rude Stockinger, Manitowoc, and R. P. Mattern, Mil- 
waukee. 


FRANCHISES 


*Los Angeles, Cal.—Henry. M. Dennison has received 
from the Council a one-year extension of time on a fran- 
chise to construct a line on Main Street between Slauson 
and Manchester Avenues. 


Sacramento, Cal:—The Oakland, Antioch & Eastern Rail- 
way has received a franchise from the Council to construct 
a double-track line on M Street, extending westerly to the 
Sacramento River, thence easterly along M Street to Third 
Street, along Third Street to I Street, the portion of the 
line to be constructed on the M Street bridge to be single 
track. 


St. Louis, Mo.—The East St. Louis & Suburban Railway 
has asked the Board of Public. Service for a franchise to 
operate cars over the free bridge and around a loop which 
they propose to build in St. Louis. 


Niles, Ohio.—The Cleveland, Alliance & Mahoning Valley 
Railroad has asked the Council for a franchise to extend its 
tracks through Niles. 


Youngstown, Ohio—The Youngstown & Southern Rail- 
way has asked the Council for a ten-year extension of time 
on its franchise, making the concession good for twenty- 
five years from the date of its passage. 

Barrie, Ont.—The Toronto, Barrie & Orillia Railway has 
asked the Council for a one-year extension of time on its 
franchise to construct a line in Barrie. 


TRACK AND ROADWAY 


Little Rock Railway & Electric Company, Little Rock, 
Ark.—As a counter proposal to the city, this company 
offers the extension of several lines at a cost of $310,683 if 
the city will abandon the use of its electric light plant, pur- 
chase power from the company, regulate jitneys and make 
other concessions. 


Central of Florida Railway, Daytona, Fla.—This com- 
pany plans to build about 2 miles of single track during 
1916. 


*Ocala, Fla.—Citizens of Ocala are interested in a propo- 
sition to construct an electric line between Ocala and Silver 
Springs. A committee comprising Jake Brown, J. H. Tay- 
lor and J. M. Thomas was elected to confer with the Coun- 
cil with a view to calling a bond election to raise funds 
sufficient to construct the line. 


Lula-Homer Railroad, Lula, Ga.— A report from this 
company states that it expects to build 110 miles of new 
line during 1916, as follows: From Winder to Jefferson, 15 
miles; from Jefferson to Commerce, 14 miles; from Com- 
merce to Cinesville, 18 miles; from Cinesville to Bowers- 
well, 14 miles; from Hartwell to Anderson, 23 miles; from 
Belton to Homer, 14 miles; from Homer to Cinesville, 21 
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miles. The contract for the construction of one section 
from Belton to Homer has been awarded to W. J. Redmond, 
Atlanta. D. G. Zeigler, engineer. [Sept. 25, ’15.] 


“Pocatello Transportation & Interurban Company, Po- — 
catello, Idaho.—Prominent business men and capitalists of 4 
Pocatello are interested in a proposed line to be built by — 
this company. It is expected that articles of incorpora- — 
tion will be filed at once. The company has opened offices — 
in the Kane Building and preliminary arrangements are — 
being made for the organization of the company. 


Alton, Granite & St. Louis Traction Company, Alton, Ill, — 
—The city of Alton has asked this company to extend its — 
line 1 mile east of Alton to the State Hospital site. : 


Gary, Hobart & Eastern Traction Company, Hobart, Ind. 
—This company reports that during 1916 it plans to build 
about 12 miles of track between Hobart and Valparaiso. 


Fort Dedge, Des Moines & Southern Railroad, Boone, — 
Iowa.—This company reports that during 1916 it expects — 
to build about 6 miles of new line from Swanwood Junction — 
to Des Moines, over which section the company is now — 
using leased tracks. 


Charles City Western Railway, Charles City, Iowa.— 
This company has completed the construction of an exten- _ 
sion of its line from Charles City to Colwell, 8 miles. 


Kansas City, Kaw Valley & Western Railway, Bonner — 
Springs, Kan.—Operation on this company’s line has been ~ 
extended to Linwood, half-way between Bonner Springs — 
and Lawrence. It is expected that operation to Lawrence — 
will be begun within a few weeks. ~ 


Cumberland & Manchester Railroad, Barbourville, Ky. 
—The contract for the construction and track-laying of this — 
company’s line from Barbourville to Manchester has been ~ 
awarded to the Read Construction Company, Philadelphia 
and Hazleton. [Nov. 27, 715.] f 


Springfield (Mass.) Street Railway.—Announcement heed § 
been made by this company that operation on the new East — 
Street line into Chicopee Falls will be begun within the next © 
few days. 


Detroit (Mich.) United Railway.—This company will ex- 
tend its South Dearborn line from River Rouge to Ecorse © 
and operation will be begun about Dec. 25. The extension — 
will carry the company’s city lines 3 miles southwest of the — 
Detroit limits. 

Kansas City, Lawrence & Topeka Electric Railroad, Kan- 
sas City, Mo.—A report received from this company states ul 
that it expects to build 52 miles of single track between — 
Zarah and Topeka during 1916. 


Moncton Tramways, Electricity & Gas Company, Ltd., 
Moncton, N. B.—This company reports that during 1916 it 
expects to construct about 14% miles of track in the citys 
and suburbs of Moncton and to Sunny Brae. 


Public Service Railway, Newark, N. J.—Operation haga 
been begun by this company on its extension from Roose © 
velt Junction, on the Trenton fast line, to Carteret and 
Chrome, 14% miles. 


International Railway, Buffalo, N. Y.—This company has — 
submitted plans to the Ontario Railway Board of alterna- 
tive changes in the line from Queenstown Heights to the 
level of Lake Ontario, on which a serious accident occurred — 
last summer. Recently the Ontario Railway Board sub-— 
mitted plans proposing a new down-grade, single-track line ~ 
which would take one long, continuous curve, leaving the 
present line for up- -grade traffic. The alternative proposed 
by the company’s engineering experts is a reconstruction of 
the present double-track line to lengthen the curves and 
ease the grade. It is expected this plan will be acceptani ay 
to the board. 


Jamestown & Buffalo Street Railway, Buffalo, N. Ya 
Clarence G. Mead, who is securing the right-of-way for the ~ 
proposed electric railway from Jamestown to Buffalo, is” 
now working in the vicinity of Eden. The rights-of-way — 
from Jamestown are mostly secured. As proposed, the line 
from Gowanda will extend east of the Erie until near Law- 
tons, when it will change to the west and from Hamburg 
will extend to Athol Springs, connecting there with the 
tracks of the Buffalo & Lake Erie Traction Company. [Jan. 4 
10, 714.] 
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Interborough Rapid Transit Company, New York, N. gues 


-The contract for the installation of tracks on the White 
- Plains extension of the Lenox Avenue branch of the exist- 
‘ing subway has been awarded by the Public Service Com- 
‘mission for the First District of New York to the Coast & 
Lake Contracting Corporation, the lowest bidder, at $53,- 
930.50. Bids were opened Dec. 7 for construction of the 
tunnel under the East River from Fourteenth Street, Man- 
-hattan, to North Seventh Street, Brooklyn. The two lowest 
bidders were Booth & Flinn, Ltd., $6,631,000, and Holbrook, 
Cabot & Rollins Corporation, $6,907,000. 


Long Island Railroad, New York, N. Y.—AlII tracks of the 
Long Island Railroad are now in use over the new $1,000,- 
000 Woodside-Winfield cut-off, which eliminated a danger- 
ous curve and ten grade-crossings, including the one at 
Queens Boulevard, where thousands of automobolists have 
been compelled to use a steep wooden bridge. This will be 
removed in a few weeks, permitting the double-tracking of 
Manhattan & Queens Traction Corporation, and the old 

_tracks of the Long Island Railroad will be removed and the 
_land sold for building sites. 


Manhattan & Queens Traction Corporation, New York, 
N. Y.—Efforts of the property owners in the southern sec- 
‘tion of Jamaica, Queens, to compel the Manhattan & 
Queens Traction Corporation to extend its lines from the 
Jamaica station to the city line, at Rosedale, have been de- 
‘feated by the Board of Estimate. A resolution has been 
adopted directing that the line be constructed as soon as 
possible to the junctions of Sutphen Road and Lambertville 
‘ Avenue and that the construction to St. Albans be com- 
‘pleted only upon an order from the borough president of 
Queens with the sanction of the Board of Estimate. 


Rechester (N. Y.) Connecting Railway.—The Public 
‘Service Commission at Albany on Dec. 1 heard further tes- 
timony in behalf of the application of the Rochester Con- 
necting Railway for a certificate of public convenience 
and necessity. The new road, which is designed to afford 
a connection at Rochester with the Erie and the Pennsyl- 
_vania Railroads for the Buffalo, Lockport & Rochester Rail- 
way, together with the other projects designed to connect 
the Buffalo, Lockport & Rochester Railway with the Cana- 
dian Northern and other roads at its western terminus, is 
being opposed by the New York Central. Testimony was 
not concluded when the hearing was adjourned to a future 
date. 


*Champlain & Sanford Railroad, Sanford, N. Y.—It is 
reported that this company has secured right-of-way for 
the construction of a line from Sanford Lake to Fort Ticon- 
deroga, about 60 miles. 


Dover, Millersburg & Western Railway, Canal Dover, 
Ohio.—Bids are being received by this company for the 
construction of its proposed line betweer. Canal Dover and 
Millersburg via Sugar Creek. The line will cross the 
Wheeling & Lake Hrie Railroad at grade and the Baltimore 
& Ohio and Pennsylvania Railroads on an overhead line. 
Canal Dover, is interested. [Nov. 
13; 715. ] 


Cleveland, Alliance & Mahoning Valley Railroad, Cleve- 
land, Ohio.—It is reported that this company is considering 
plans to build a double-track extension from Warren to 
Youngstown, via Niles. Local real estate dealers are said 
to be much interested in the new project and are assisting 
in securing the needed right-of-way. 


East Liverpool Traction & Light Company, East Liver- 
pool, Ohio.—According to a statement made by C. A. Smith, 
general manager of the East Liverpool Traction & Light 
Company, at a recent meeting of the Council, about $250,- 
000 will be expended within the next few months in improy- 
ing the lines and property of the company. Of this amount 
between $75,000 and $100,000 will be required in the con- 
struction of the new “safe route” to Grandview, while ap- 
_ proximately $20,000 will be necessary for the improvements 

- in the West End. The improvements of the property of the 
~ company on Harvey Avenue would also involve an expendi- 


' ture of several thousand dollars. 


Hershey (Pa.) Transit Coompany.—Operation has been 
_ begun by this company on its extension from Hershey to 
_ Elizabethtown. 
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Montreal & Southern Counties Railway, Montreal, Que.— 
This company’s extension from St. Cesaire to Abbotsford 
and Granby has been completed and W. B. Powell, general 
manager, has announced that the line will be placed in 
operation from Montreal to Granby during the early part 
of this month. ; 


Chattanooga (Tenn.) Traction Company.—Grading has 
been begun by this company on its extension to Hixon. 
Rights-of-way have been acquired for practically the entire 
distance. It is stated that the grading will be completed 
within ninety days when the work of laying track will be 
begun. An order was placed some time ago for the rails 
and it is expected that they will be delivered by the first 
of the year. 


Richmond, Rappahannock & Northern Railway, Rich- 


‘mond, Va.—The contract for the construction of this com- 


pany’s line from West Point to Urbanna, 17 miles, has been 
awarded the Central Construction Company, Harrisburg, 
Pa. C. L. Ruffin, 514 American National Bank Building, 
Richmond, chief engineer. [Nov. 20, ’15.] 


Princeton & Bluefield Electric Railway, Princeton, W. 
Va.—lIt is reported that construction on this company’s line 
between Princeton and Bluefield is nearing completion and 
it is expected that operation will be begun by Jan. 1. The 
Princeton Power Company, of which §S. J. Evans is presi- 
dent, is building the road. 

Sheboygan Railway & Electric Company, Sheboygan, 
Wis.—During 1916 this company expects to build 1 mile 
of track in Sheboygan. 


SHOPS AND BUILDINGS 


Holyoke (Mass.) Street Railway.—This company has 
provided material for two waiting stations, which the peo- 
ple of South Amherst will set up at the junction of West 
Street, Bay Road and Potwin Lane. 


Northern Texas Traction Company, Ft. Worth, Tex.— 
The Board of City Commissioners of Dallas has been noti- 
fied by Edward T. Moore, representing the Northern 
Texas Traction Company, of the acceptance of the ordi- 
nance granting a franchise for the erection of a union 
interurban passenger station which is to cost approxi- 
mately $2,000,000. Work will: be started on the structure 
by Dec. 20... 

Petersburg & Appomattox Railway, Petersburg, Va.— 
Plans are being made by this company to build a carhouse 
and power house at Plant Street and Tenth Avenue, Hope- 


well. 
POWER HOUSES AND SUBSTATIONS 


Richmond Light & Railroad Company, New York, N. Y.— . 
This company has petitioned the Public Service Commis- 
sion for permission to make improvements and additions to 
its electric plant. 

Dover, Millersburg & Western Railway, Canal Dover, 
Ohio.—This company, which plans to build a line between 
Canal Dover and Millersburg, via Sugar Creek, al build a 
power house at or near Sugar Creek. 


Lake Shore Electric Railway, Cleveland, Ohio.—This com- 
pany will build an extension to its power house at Fremont. 
Contract has been awarded. 


Toronto (Ont.) Suburban Railway.—The new substation 
of the Toronto Suburban Railway in Lambton Park is now 
nearly completed. A large water tower has been erected at 
the east side of the building. 

Quebec Railway, Light & Power Company, Quebec, Que. 
—This company is building an extension to its power house 
at Montmorency Falls and it is expected that construction 
will be completed about Dec. 15. It will add 15,000 hp. to 
the power at present at the company’s disposal. 

Texas Traction Company, Dallas, Tex.—The substation 
of this company, 14% miles south of Sherman, was de- 
stroyed by fire on Nov. 29, entailing a loss of $35,000. 
Three transformers and three modern rotary converters 
were lost. The fire was caused by the high-tension wire 
earrying 33,000 volts breaking and falling across the dis- 
patcher’s telephone wire. A portable substation was 
rushed out from Denison, and the traffic was resumed 
within five hours. 
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Manufactures and Supplies 


ROLLING STOCK 


Ogden, Logan & Idaho Railway, Ogden, Utah, expects to 
purchase during 1916 three motor cars. 


Southern Oregon Traction Company, Medford, Ore., ex- 
pects to purchase during 1916 one four-motor car. 

Reading Transit & Light Company, Reading Pa., has 
completed the remodeling of one of its’ double-truck cars in 
its shops. 


Lehigh Valley Transit Company, Allentown, Pa., expects 
to issue specifications in about a week for eighteen new 
center-entrance interurban cars. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
expects to purchase during 1916 ten 53-ft. interurban cars 
and fifteen 50-ft. city cars, both types semi-steel. 


Covington & Oxford Street Railway, Covington, Ga., ex- 
pects to purchase next year two light single-truck trailers 
18 to 20 ft., and second-hand for temporary service. 


United Railways & Electric Company, Baltimore, Md., it 
is reported, will equip with vestibules and improved steps 
560 of its cars. New wheelguards and improved fenders 
will also be provided. The work is to start next spring. 


Pittsburgh (Pa.) Railways, noted in the ELECTRIC RAIL- 
WAY JOURNAL of Noy. 27, 1915, as having ordered 175 city 
cars, has an option of increasing the St. Louis Car Company 
order from 100 to 150 cars and the Cincinnati Car Company 
order from seventy-five to 100 cars. 


Interborough Rapid Transit Company, New York, N. Y., 
noted in the ELECTRIC RAILWAY JOURNAL of Nov. 27 as 
having ordered 311 subway car bodies from the Pullman 
Company, has ordered the trucks also from this company. 
The order for electric equipment will be equally divided be- 
tween the General Electric Company and the Westinghouse 
Electric & Manufacturing Company. 

Wilmington & Philadelphia Traction Company, Wilming- 
ton, Del., noted in the ELEcTRIC RAILWAY JOURNAL of Nov. 
6 as having ordered thirty-one prepayment semi-convertible 
ears from The J. G. Brill Company, has specified the fol- 
lowing details for this equipment: 
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Seating capacity ..........44 
Weight of car-body, 
15,000 lb. 
Bolster centers, length, 
17 ft. 4 in. 
Length of body....... 204t- 
Length over vestibule. .40 ft. 
Width over sills...8 ft. 2 in. 
Height, rail to sills. .26% in. 
Height, sill to trolley base, 
9 ft. 1% in. 
Body construction, 
T-iron posts, sheet steel 
sheathing, wood roof 
Interior trim, 
cherry, stained mahogany 


Head-lining . .Agasote 
ROOf sie sie eee ie Dlalngarcn 
Underframe .......... metal 
Arr tbrakesi ie sien u eee G.E. 


Bumpers. Hedley anti-climber 


Cables-as, 5 arn. ete enee G.E 

Car trimmings......... Brill 
Conduits and junction boxes, 

Brill 

Controle nncaen tea, G.E. 

RO LAW DAT chSuteeicie cate portable 

TRADE 


Curtain fixtures, 

Cur. Sup. Co., No. 89 
Curtain material... Fabrikoid 
Destination signs, 

Elec. Ser. Sup. Co. 
Fenders . .Parmenter 
Gears and pinions...... G.E. 
Gongs 
Hand brakes, 

National Brake Co. 
Heaters.Peter Smith Electric 
Headlights .....Hsterline 
Motors asec G.E., 258-A, 

4 per car, inside hung 
Paint...Chicago Varnish Co. 
Registers. .International R-7 
Sanders...... Brill “Dumpit” 
Sash fixtures: vce. Brill 
Seats, 

Brill “Winner,” pressed steel 
Seating material....... cane 


. Trolley catchers, 


Elec. Ser. Sup. Co. 
Trolleys base: alee G.E. 
Trucks. -Baldwin 62-18¢ 
Varnish. Chicago Varnish Co. 
Ventilators...... Ry. Utility 


NOTES 


Elyria Iron & Steel Company, Cleveland, Ohio, announces 


the removal of its general offices from Elyria, Ohio, to 232 
East 131st Street, Cleveland, Ohio, where the company just 
completed an additional plant. 

Woodmansee & Davidson, Chicago, IIll., engineers, an- 
nounce their removal, effective Dec. 15, from the First 
National Bank Building to Suite 782-788, Continental & 
Commercial National Bank Building. 
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H. L. Lewenberg has been appointed engineer of estimates. 
of the St. Louis Car Company, after having been in its | 
service for several years. Mr. Lewenberg was formerly | 
with the Standard Steel Car Company and the Pressed | 
Steel Car Company, and is a graduate of the Massachia ae 4 
Institute of Technology. : 


Krehbiel Company, Chicago, IIll., engineers and con- | 
structors, announce the appointment of Edward N. Lake, | 
formerly in charge of the Chicago office of the Stone & 
Webster Engineering Corporation, as a partner in this com- | 
pany with offices in the Marquette Building, Chicago. The | 
business will be continued under the present firm name. | 
Mr. Lake will be treasurer and manager and Fred A. Kreh- | 
biel will continue as president. Both were connected with 
the Arnold Company and Bion J. Arnold for a number of 
years. Mr. Lake has also been connected in turn with the — 
Western Electric Company, Chicago-Edison Company and | 
Board of Supervising Engineers. 


The J. G. Brill Company, Philadelphia, Pa., on Dec. 1 in- 
stituted direct representation on the Pacific coast with | 
offices at 907 Monadnock Building, San Francisco, this | 
arrangement taking the place of the relationship formerly | 
existing between The J. G. Brill Company and Pierson, | 
Roeding & Company. The establishment of its own Pacific 
coast offices and representatives has been deferred for years 
by reason of the very satisfactory association with Pierson, | 
Roeding & Company. However, the new course, because of 
its certain desirable features, was an inevitable eventuality. | 
The present time seemed best for all parties concerned in | 
the consummation of the change and therefore the sales — 
organization of The Brill Company has been extended to | 
the Coast. 


Kelly, Cocke & Company, Philadelphia, Pa., have recently { 
opened offices in the Drexel Building, to conduct a general 
engineering practice in the public utility and industrial | 
fields. Their work includes design and supervision of con- | 
struction for railways, light and power properties and in- | 
dustrial plants; engineering reports, appraisals, and rate | 
developments for public utilities. William F. Kelly, senior | 
member, received the degree of Mechanical Engineer from | 
the University of Pennsylvania in 1893. For several years — 
thereafter he was on the engineering staff of the Union | 
Traction Company of Philadelphia and from 1901 to 1915 | 
was a member of the staff of Ford, Bacon & Davis, acting — 
as engineer-in-charge of several of their larger operations | 
including the construction and reconstruction of the proper- | 
ties of the Knoxville Railway & Light Company and the | 
Birmingham Railway, Light & Power Company. Charles B. | 
Cooke, Jr., was also graduated from the University of Penn- | 
sylvania and entered the shops of the Westinguouse Machine | 
Company at East Pittsburgh, working up finally to the | 
position of assistant commercial engineer of the company, 
which position he occupied for two years prior to joining | 
the staff of Ford, Bacon & Davis. During his connection | 
with the latter firm Mr. Cooke specialized on financial engi- | 
neering reports and also had personal charge of a number | 
of important rate developments and reports for public utility | 
companies. 


ADVERTISING LITERATURE 


St. Louis (Mo.) Car Company has issued a folder de- 
scribing the new light-weight car built for the Albuquerque 
(N. M.) Traction Company, seven of which are now in 
service. 


Railways Accessories Company, Seattle, Wash., has is-_ 
sued a bulletin describing the supported and suspended’ 
types of the Wightman rail joint and base plate. These 
joints are claimed to be in no way dependent on bolt) 
pressure, thus eliminating track-way expense pertaining to’ 
bolt renewals and tightening. It is also stated that these | 
joints minimize the breaking strain on angle bars, minimize | 
vibration at rail ends, eliminate tie pounding and prevent} 
the settling of ties, known as “low joints.” It is also said | 
that they eliminate all relative motion of rail ends, either | 
vertical or lateral, prevent rail breakage resulting from the 
accumulation of longitudinal strains and maintain positive 
and permanent contact between angle bars and rails, thus! 
rendering electrical bondings unnecessary in block signal 
circuits. 
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BRILL SINGLE-TRUCK CARS 


There is surely something wrong about the system of 
running half-loaded big cars most of the time—cars that 
most of the day are eating up the revenue of the short, 
rush-hour periods. It’s like the man who has a big, heavy 
touring car to run around town alone in all day so that he 
may have room to take all the family out on Sunday. Of 
course, it doesn’t apply everywhere, but there are many 
places in this fair land where the public is being served 
with too many seats and not enough cars. And, like the 
man with the auto, who finally added a little runabout 
and saved money, so many a road could put light-weight, 
single-truck cars in service and make money. 


THE J. G. BRILL COMPANY, PHILADELPHIA, PA. 
AMERICAN CAR COMPANY, ST. LOUIS, MISSOURI 
G. C. KUHLMAN CAR COMPANY, CLEVELAND, OHIO 
WASON MANUFACTURING CO., SPRINGFIELD, MASS. 
COMPAGNIE J. G. BRILL, PARIS, FRANCE 


TURBINE TESTING DEPART! 


